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Palmer’s Power Spring Hammer. 





The accompanying cut is a side view of Palmer’s power spring 
hammer, and so simple in its construction that a detailed de- 
scription would seem superfiuous. It is the invention of a 
practical spring maker who has had great experience in the 
working of steel. Originally invented and designed for his own 
business, it met with such Yavor trom those who visited his 
works that Mr. Palmer made the necessary patterns for five 
different sizes, which are believed to be capable of doing all 
classes of forging, from the lightest jeweler’s work up to six 
inches square, while still larger sizes can be made as called 
for. It is claimed for these hammers that they have all the 
advantages of the steam hammer, while they are still easier to 
manipulate, and require neither costly boilers nor extra attend- 
ants to operate them, being driven direct from the main line 
of shafting, or from a counter shaft, as may be desired. 

They are manufactured by 8. C. Forsaith & Co., of Manches- 
ter, N. H. 
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Fuel Mileage of Locomotives. 
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To THE Eprror oF THE RAILROAD GAZETTE : 

Superintendents of machinery often discuss the question, 
Whether engines will show a greater number of miles run to 
the ton of coal burned upon an undulating road, or on one 


eous trains, show from fifty to one hundred miles run to ton of 
coal burned. 

In order to make a perfect comparison between the perform- 
ance of engines upon an undulating and a level road, it is neces- 
sary that the following conditions be observed: The engines 
should be of the same class as regards dimensio.ss of cylinders 
and drivers. They should also have the same sized fire-box, and 
of the same description, as much difference exists in performance 
of engines on American roads on account of the latter item. 
‘Lhe relative work done by the engines, as shown by the aver- 
age reading of a dynamometer, should be known. The follow- 
ing will be the results arrived at: If the engines are of the 
same class on both roads, and loads over the whole line are 
those which are given on account of the heaviest grades, the 
road with light grades will show the lowest mileage to ton of 
coal burned. 

If, however, the engines on the heavy road, either by 
** doubling ” grades or having a pushing engine at the heavy 
places, are enabled to take a train over the road equal to that 
on the line with light grades, the mileage to coal will be about 
equal, 

If the light road is enabled to use smalier engines on its 
miscellaneous trains, and especially if there are branch lines 
doing a light business, the mileage to the ton of coal burned 
will be much in favor of the light road. A single road has 
been used to furnish most of the data given before, but the 
results arrived at may be obtained on any road having heavy 
and light divisions. ; 

It should be borne in mind that this discussion does not bear 
upon the relative economy of operating a heavy or light road, 
but only treats of the single question of performance of engines 
to amount of fuel consuméd. Cc. M. H. 








Long Runs. 


Crncrnnatt, O., October 21, 1873. 
To THE EpiTor OF THE RarmRoapD GAZETTE: 








which is nearly level. There is much disagreement upon this 
subject, and it might be well to examine 
the arguments used on either side, and 
see, as nearly as possible, where the real 
truth lies. Those who claim that an un- 
dulating road should show the greater 
number of miles run to the ton of coal 
burned base their calculations upon th 
fact that trains are usually rated for the 
number ‘of cars which engines will haul 
up the heaviest grades on the line. When 
these engines are running on cumparative- 
ly level ground, or on down gradeg, there 
is less expenditure of power, and conse- 
quenily less fuel will be consumed than 
where the engines always work nearly up 
to their full capacity. 


Those who claim that the level road 
should show the best mileage use the 
following arguments : First, that on level 
roads the engines are not as often loaded 
to their full capacity as they are upon the 
grades of a hilly road ; that an engine will 
haul over three times as many cars on 
level track as it will upon a grade of 68 
feet to the mile, and that in the average 
train hauled by engines on the different 
roads this ratio does not exist. Second, 
that the level road is likely to have emall- 
er engines, which use less fuel in running 
a given distance. 


Both parties are right in their claime, 
but it often happens that the arguments 
are used when the facts do not warrant 
them on either side. 


Let us first take the case of engines of 
the same class and size'on a leading 
Western road, having one division upon 
which there are numerous and long grades 
from fifty to sixty feet to the mile, and 
another upon which the maximum grades 
are thirty-seven feet. The standard freight 
engines have cylinders 16x24in., and dri- 
vers 4{t. 10in. in diameter. We find that 
upon the heavy division the average 
freight train for three months (reduced 
to loaded cars) was }4.2. The number of 
miles run to the ton of coal was 36.4. 
Upon the lighter division the average 
number of loaded cars in the same time was 26.2, while 
the miles run to the ton of coal were 26.6. As the same 
engine that will pull sixteen cars on a grade of sixty- 
eight feet to the mile will take twenty-nine cars on & 
grade of thirty-seven feet to the mile, it is fair to 
assume that the engines on the two divisions were 
about equally worked on the grade. On level por- 
tions, however, the engines on the light division 
drawing the heaviest train were’ worked nearer to their 
full capacity, thus causing a smaller number of miles to the 
ton. In this case the engines on the hilly road show 2 greater 
mileage to coal when the engines compared are equal in size, 
and are rated according to the heaviest grades on the lines 
over which they run. 7 

Let us take another class of engines upon the light division. 
These engitles have cylinder 15x24, and 4ft. 9in. drivers. For 
the same three months the average train hauled was 16.0 cars, 
while the miles run to the ton of coal were $2.3. This shows 
that a smaller class of engines will make a larger number of 
miles to the ton, though of course the train hauled is corre- 
spondingly small. Other engines on the same line, of still 
smaller size, which run on light passenger and miscellan- 
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I notice in your issue of October 18, on page 421, the follow- 
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PALMEL’S POWER SPRING HAMMER. 


ing: **Long Ruo Without Repairs.—Locomotive 160, of the 
Chicago, Burlington & Quincy Railroad, went into the shop for 
repairs recently for the first time in two years and seven months, 
having run 80,000 miles in that time. Mr. McGlena has been on 
the road eleven years.” It is not stated whether Mr. McGlenn is 
the engineer or Master Mechanic; but that does not matter, 
as the writer desires only to speak of the first part of the par- 
agraph. First, it is not a very long run without repairs. The 
whole time in round numbers is 940 days. This gives 85 miles 
and a fraction of a day. This is certainly not an extraordinary 
run; it is only 2,550 milés per month, andI have before me 
several performance sheets from different roads in which I can 
pick out from each a half dozen engines that ran 4,000 miles 
and over per month. Engine 231, on the Little Miami Division 
of the Pittsburgh, Cincinnati & St. Louis Railway, came out of 
the shop September 11, 1870, ‘and has now ruo three years, 
making 134,103 miles, or an average of 122 miles for every day, 
Sundays included, in the whole'time, and that on a heavy night 
train running from 8 to 12.cars. Joe has not been on the road 
eleven years, but we think he can run the 231 20,000 miles more 
before she goes in for general repairs. CoMPANY. 
{We copied the statement referred to from an exchange. 
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Mr. McGlenn is the man who run the engine. We con- 
gratulate the Little Miami on “Joe.”—Eprror RaiLroaD 
GAZETTE. ] 








The Planting and Arrangement of Grounds About 
Railroad Stations. 


To Tae Eprror oF THE RaruRoaD GAZETTE : 

The Rattnoap Gazerre of October 11 contains an inquiry by 
“R. L.” as to the kinds of trees most desirable for planting 
“around our station yards and buildings, and what arrange- 
ment of them would be best in an inclosure of about an acre 
(nearly square) alongside the track. Would yon advise that 
they should be set in rows or not?” 

The inquiry opens an extremely interesting subject, sinco 
the tasteful arrangement and planting of areas surrounding 
the railroad stations might be made to conduce most essentially 
to the beauty and attractive effect of thousands of rural and sub- 
urban villages, besides affording a delightfully refreshing 
sense of comfort and rest to multitudes of weary travelers. 

But it would be difficult to find a better illustration of the 
general want of appreciation of what constitutes artistic taste 
in landscape gardening than is conveyed in the 
terms in which the ‘above inquiry is put. Suppose 
the question were put to an artist of acknowledged taste 
and ability, ‘‘ What kind of trees would you introduce, and how 
would you arrange them, if you wished to make a picture of a 
railroad station which should be attractive in its character— 
would you put your trees in rows or how?” Any man of com- 
mon sense can see the absurdity of such a question. The artist 
would of course reply that he must first know the nature of the 
position and its surroundings. ‘‘Is it level or hilly? wooded or 
open? Isit near a lake, river or brook? What is the character 
of the buildings? How is it approached and what are its sur- 
roundings? In short, I must see and study the charactér of 
the place before I can arrange it in a picture with anything ap- 
proaching to a picturesque effect.” 

Now, if this is necessary for the production of a picture, how 

much more essential must it be for the 
creation of a real landscape, of which the 
picture would be but a representation ? 
And yet such work is intrusted to men 
who have not the slightest conception 
of artistic taste, and the result is that 
nothing but a formal, unmeaning effect 
is obtained, just as it would be with the 
picture, if it were done by a mere house 
painter, who no doubt would readily un- 
dertake it, and would give a carefully ac- 
curate representation of a train of cars 
stopping at a station, and a number of 
faultlessly-dressed gentlemen and ladies 
alighting from them or stepping iato the 
elegant equipages which awaited them, 
while the adjacent grounds would be 
adorned with serpentine walks and rustic 
seats, and perbaps a fountain or an arbor 
of elaborate trellis work. 





il ' ta 
| hy 
i ‘ iH iN} 


The planting and arrangement of each 
station should be adapted to its peculiar 
features and necessities, and it is as idle 
to attempt to give genera! directions which 
another can apply to particular cages as 
it would be to expect he could produce an 
attractive picture after receiving similar 
instructions. The effect of planting or- 
namental trees in rows may be seen in the 
(so-called) parks of aspiring rural cities 
all over the country, the said parks being 
vacant squares crossed by gravel paths, 
and looking so cheerlees and forbidding 
that no one would ever dream of I ngering 
within their bounds for purposes of 
pleasure. 


The most that can be said in reply to 
your correspondent’s inquiries is this: 
Hemlocks, pines and other evergreens are 
inappropriate, as a general thing, for such 
a situation. It is escential to the full devel- 
opment of their beauty that they should 
preserve their branches from the ground 
up, so as to present a full mass of foliage, 
and there is rarely room encugh rear a 
station to admit of such development. If, 
however, as is often the case, there is a 
deep cut in near proximity, an exceedingly 
picturesque effect may be secured by planting the embank- 
ments with evergreens, and mingling with them an occasional 
clump of birches; and, after they are well grown, plant also 
Virginia creeper and bitter-sweet here and there and let them 
run at random over the trees. 

For the rest, make noattempt to produce @ fine effect, 
in which you will certainly fail, but study only 
convenience and comfort and you will probably se- 
cure results of beauty which will surprise you. 
Devote as much room to roads and paths about the station as 
the necessities of the public can possibly require, and have it 
nicely gravelled and kept watered. All the rest of the land at 
your disposal should be planted with trees and shrubs, or kept 
in grass. Plant such varieties of trees as grow most vigorously 
and beautifully in the adjacent country, and plant them where 

they will do most good, either by giving shade where it 1s 
needed, or by concealing out-buildings or unsightly objects. 
Bat whenever and wherever you plant a tree, be sure and do it 
as though you loved it, and give it abundance of rich earth 
and space enough to growin. Flowering shrubs and vines may 
be used in many places where there is not room for trees, and 
will go far to relieve the bare and cheerless look which: is the 
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usual characteristic of such places. The ground around the 
trees and shrubs should be kept loose and clear of grass and 
weeds fora year or two, but all the restof the area, except 
what is devoted to roads and paths, should be kept in grass 
and cut to aclose, fine sward, and in time of drought should be 
carefully watered, which can easily be done at most railroad 
stations. The refreshing effect of a bit of rich green sward is 
especially grateful at atime when nature wears a universally 
parched and sunburnt look, and railroad companies or real es- 
tate proprietors in the vicinity of railroad stations would pro- 
mote their own interests by taking the first steps toward an 
improvement which is so much needed. 


? H. W. 8. CLEVELAND. 
No. 38 Portland Block, Chicago. ~ 








Wheel-Seat for Standard Axle. 





SPRINGFIELD, Mass., October 7, 1873 
To THE EprTor OF THE RAILROAD GAZETTE : 

In your issue of the 27th of last month I noticed an article 
in regard to the size of wheel-seat for our standard axle ; it is 
also referred to in the last number. 1 would say in behalf of 
the Axle Committee that the matter was fully discussed and 
in view of the vote to make it 4}inches; but the Committee 
felt justified in putting it an } larger at the first fitting of the 
wheel, knowing that most or all parties in refitting dress the 
seat off a little every time a wheel is renewed ; and as it will be 
necessary to keep the collar and shoulder less than the wheel- 
seat, they came to the conclusion that it would be best to fit at 
first to that size. There was nodesire on the part of the Commit- 
tee to assume any authority, but they acted to the best of their 
judgment. The standard pattern for the oil-box and brass aro be- 
ing pushed forward by Mr. Jones at Albany as fastas possible,and 
all roads that will adopt or have adopted the standard journal 
and box can get the patterns through Mr. Jones, at West Al- 
bany.’ Of course all will see that it only partly accomplishes 
our object of bringing our running gear toa uniformity, which 
is of so much importance. F. D. Apams, 








A New Style of Coupon Tickets. 





Marretta, O., October 22, 1873. 
To THe Eprror oF THE RAILROAD GAZETTE : 

I inclose you herewith a sample of a new style of coupon 
tickets, which I desire to introduce on the Marietta & Pitts- 
burgh Railroad, and through your columns to bring it to the 
notice of all 

GENERAL PASSENGER AND TICKET AGENTS. 








ISSUED BY 
MARIETTA & PITTSBURGH R. R. 


From MARIETTA 
To OAKFIELD, Wis. 
Via M. & P. OC. O. Div. B. & O., P. C., & St. L. & C. & N. W. Ry. 
TAB s ceases eee 





Chicago & Northwestern Railway. 
From CHICAGO 
.To OAKFIELD. 
On a train that stops at the above station. 





P. C. & St. L. Railway. 
From COLUMBUS 
To CHICAGO. 


OAKFIELD. 





C. O. Div., B. & O. Railroad. 
From CAMBRIDGE 
To COLUMBUS. 


OAKFIELD. 





M. & P. Railroad. 
From MARIETTA 4 
To CAMBRIDGE. 





OAKFIELD. 








Local Rates of Fare from Chicago to all Stations on the Chicago 
& Northwestern Railway. 








STATIONS. Fare. 





Arrange Stations ‘in alphabetical order. 











GenTLEMEN : In explanation of the above, I propose to issue 
printed forms to all railroad centers throughout the country, 
with one extra blank coupon for each railroad leading from 
that center. : , ary 

The name of the station for such blank coupon to be writien 
thereon, and algo written on the coupon bearing the contract, 


This writing to be without alteration or erasure, and its gen- 
uineness evidenced by the official stamp of the railroad issuing 
the form on each and every coupon. 

To carryout this plan 1 desire, not only the consent of the 
general ticket agent of the terminal road to sell tickets to any 
station on such road (by such train ae shall stop at such station) 
but also desire him to furnish alist of all stations on his road, 
alphabetically arranged ,with the local rates of fare from said 
center set opposite each station ; except where such station is 
a competing point, the cut rate (if any) shall be entered. Such 
list to be printed on slip of same sizeas the coupon form and 
hung on same hook with the form in ticket case. 

The last Official Guide shows the number of railroads and 
steam navigation lines of the United States and Canadas to be 
520. By the plan I propose, any coupon ticket seller with this 
number of forms can ticket to any station reached by these 
routes. 

Many of the ticket cases in the country are burdened with 
forms more numerous and constantly accumulating, while 
many have already become useless and many more are only oc- 
casionally sold. 

My plan will secure, among other, the following advantages : 

1. Ability to ticket a passenger to destination. 

2. More comprehensive sales. 

8. Less number of forms. 

4, Forms constantly in use. 

5. On ticket case. 

6. Large reduction in printing. 

All of which may be embraced in two arguments to the pocket : 
maximum economy and maximum accommodation; or, put in 
another way, the greatest accommodation to the traveler with 
the least outlay by the carrier. 

If you see proper to discuss my plan through these columns, 
I shall be thankfal for any criticisms, objections or suggestions 
which may lead to greater perfection of it and its general 
adoption by the railroads and navigation companies of the 
United States and Canada through the favorable consideration 
‘of our general managers. I. A. Krnassury, G. T. A. 








“Plans for Fixing Freight Charges.” 





To THE EDITOR OF THE RAILROAD GAZETTE: 

In your editorial entitled ‘‘Plans for Fixing Freight Charges,”’ 
published in the Gazerre of October 18, simultaneously with 
the plan which suggested it, we think some statements are 
made which deserve to be reviewed. 

In the second paragraph of the article, in view of the intima- 
tion made, both in the original explanation of the plan and else- 
where in your own remarks, that the figures were founded upon 
the census reports of 1870, a paradox appears in your reference 
to a competing point with a population of 400,000. You will 
see, upon reference to the authority mentioned, that St. Louis 
is represented to be the largest city in the West, with a popn- 
lation of only 310,864. Therefore, instead of any competing 
point paying 28 per cent. less than the ordinary rate, there 
would be a reduction of only 22 per cent. With $1.00 as the 
basis rate, the rate toa point containing 310,864 souls, regard- 
less of special local charges, as in the instance of St. Louis, 
would be 78 cents, instead of 72 cents, and_the difference be- 
tween this charge and that toa place of only 500 population 
would be 29 cents, instead of 35 cents, which is about 37 per 
cent. of 78, instead of 484 per cent. of 72. 

In a subsequent paragraph we find these words: “The fact 
is, the giving of lower rates to competing points is not deter- 
mined by the inherert justice of the claim, nor because 1t costs 
less to carry to such places ;” and elsewhere these: “It is 
doubtless true that traffic can be handled in large quantities 
cheaper than in very small ones, but a place of 40,000 inhabi- 
tants may handle it cheaper than one with twenty times the 
population and traffic.” 

With regard to the motives or conditions which determine 
rates to competing points, we admit that neither justice nor 
the cost of carriage now has much weight, but we claim that 
each of them shouldhave. Asto the cost of handling traffic 
in places of various sizes, we will have no controversy. ‘It is 
not so much the difference in the cost of handling in the sev- 
eral places as the difference in cost of getting freight to those 
places. We claim that, “a railroad company can muoh better 
afford to transport a given quantity of freight, say one hun- 
dred tons, from New York to Detroit, than it can to divide the 
same into fractions and carry it to twenty different points, rel- 
ative distances and rates being considered.” 

8. Again: “the town which sends traffic to New York but re- 
ceives none, in fact uses the train for the whole round trip,” 
etc. Granted: and we have another strong point in favor of 
low rates to competing towns, as to such places the traffic in 
either direction is generally more evenly balanced than at non- 
competing points ; while it certainly is not a fact whi-h clashes 
with the idea ofa differential basis which you deprevute. 

4. In your first comparative statement of rates to prominent 
points, $1.75 per hundred pounds is taken as the basis. Now, 
in justice to the proposed plan, this rate should not have been 
chosen, as itis greater than the tariffs of several years have 
authorized, to a point distant 963 miles from Néw York, and is 
probably greater than will ever again be made. ‘The maximum 
rate is now generally understood to be $1.25, and the minimum 
25 cents. It was in consideration of that fact that, in the 
original table s ept for publication, the rates above the maxi- 
mum mentioned were erased, and were not intended for publi- 
cation. Substituting the medium rate of $1.00 per hundred 
pounds, which is certainly equal to the average, the showing 
is as follows : ‘ 





0 SS a ee OD iis 0520. es sden. ccedac $1.03 
ES cc ccnccaeneutuecenak A) AS errr 1.27 
Milwaukee ........... Bo. ap EE eee 1.29 
Cincinnati... -. +79 Columbus... -79 
ET. cass coekcunsnecanen .61/Sandusky..... 72 

SET 55s sds scbeeenss saber .67' Jackson, Mich...... ee : 84 


' East St. Louis (which you admit is an extreme instance, and 





which we consider the only exception to the just application 








of the principles aid down in the plan), instead of paying 50 
cents per hundred more than St. Louis, would pay only 30 cents 
more. On this’ basis, Milwaukee, instead of being obliged to 
cease to wholesale goods, as you predict, would still have an 
advantage over Chicago of 13 cents per hundred, as the present 
New York rates to these cities are equal, though Milwaukee is 
really 85 miles farther from New York, by the most direct all- 
rail route, than is Chicago, while the local rate from Chicago to 
Milwaukee is 30 cents. ‘ 

Your second comparative statement, upon the basis of $1 per 
hundred pounds, instead of $1.50, would be as follows : 


From Chicago. — From New York.———— 
Via Chicago. By proposed plan. 
$1.42 $i 











siatance is cascsessecce 63 27 
Bloomington..........--.-. -42 1.21 1.12 
Mail aasknsickendms «wes -74 1.53 1.38 
Champaign ................ .44 1.22 -98 
Camp Point. a 1.39 1.20 
Decatur.... oa 1.28 1.19 
Effiogham... : 1.33 1.15 
East St. Louis............. 65 1.44 1.27 
Be vee. cas cabs conquces 45 1.24 1.02 
Jacksonville....... ......- 56 1.35 1.17 
MME Ge decs ccacseeetbalcs 25 1.04 1.03 
a eee 6136 1.40% 1.32 
Oe rr .50 1.29 1.05 
Matteson. - 1.01 1.06 
Pana... . 4 1.33 1.05 
Peoria. . 48 1.27 1.11 
SR chns0 spa uecweseences J 4936 1.28% } 06 
Nes! eciecs ocean cas5ee 1.42 27 
LO” 625 1.413% 1.15 
Springfield......... puptege -52 1.31 1.15 

Dg idiivabsavarccsacsas 4435 1.23 1.00 
. , aren -4236 1.214% 1.01 
OMNI s.nonkcéravccceves 59 1.38 115 


You will observe that this is a very different showing; and 
instead of Chicago having advantage over other points, there 
would yet be a discrimination against it, though a large pro- 
portion of the traffic of these several places will continue to 
pass through Chicago on the way toits destination, as in the 
past. And we apprehénd that St. Louis merchants would have 
nooccasion to ship their goods to Chicago and employ an 
agent there to reship them, in order to secure the lowest rates. 
It is possible that we are mistaken in this, but ifwe have not 
miscalculated, St Louis would save at least 40 cents per hun- 
dred pounds by shipping over the more direct lateral lines in- 
stead of via Chicago. 

It may be a wrong use of the term to speakof acity asa 
‘* wholesaler” in trafiic, but if it is, some of the ablest railroad 
officials in the country are guilty of the solecism. Such use of 
the term is admitted to be proper by a number of well-known 
railway managers ; and, ‘indeed, we have not before known it to 
be questioned. 

We are reluctant, Mr. Editor, to encroach thus upon your 
valuable space, and we would not have done so in this instance 
had we not considered that your criticisms placed the pro- 
posed plan in a wrong light. We.do not look upon the scheme 
asa plan to destroy all through traffic except to large cities, 
and we opine that its practical operation would not result in 
injustice to any point. 

We beg leave to call your attention to the fact that the com- 
parative statements made both in your editorial and this reply 
are based upon first-class rates, while, as you well know, the 
great bulk of traffic ismade up of tbe lower classes, upon 
which the showing would be relatively more favorable to the 
plan. . 

We would here reiterate our former statement that we in- 
tend merely to submit principles, and not a fully developed 
scheme. 








“Trees for Station Grounds.” 





READING, Pa., October 27, 1873, 
To tHe Eprror oF THE RAILROAD GAZETTE: 

Referring to the letter of your correspondent, ‘‘H. B.,” in 
the issue of 25th inst., about ‘Trees for Station Grounds,” I 
would suggest, if maple trees be planted about station grounds, 
or any other place, for purpose of shade and ornamentation, 
that they be placed 20 feet instead of 12 feet apart. 

If the maximum space be adopted, in the course of five years 
maple trees, if properly cared for—and they need but little at- 
tention—will attain such growth that the spreading branches 
will touch from one tree to another, and a less distance than 20 
feet between will give them a crowded appearance. 








The Original Conductor. 


The Salt Lake Herald says: 

‘It will, without doubt, be interesting to the numerous rail- 
way officials throughout the world to learn that at this day one 
of the first eight conductors chosen on the Liverpool & Man- 
chester road is now living at American Fork, Utah. The gen- 
tleman’s name is Robinson. His age is 66 years. At the age 
of 22 he was engaged by the President of thedLiverpool & Man- 
chester Railroad, Charles. Lawrence, about three weeks before 
the line was open, and was on the track when that fatal acci- 
dent occurred to Mr. Huskisson, the gentlemanly member of 
Parliament, who obtained the passage of the railroad act. Mr. 
Robinson says he can tellas much as any living man concern- 
ing the incidents that marked the opening of one of the great- 
est eras ever witnessed by man. Mr. Robinson continued in 
the employ of the company until 1842, when he left for America. 
The Treasurer, Henry Booth, Esq., of Liverpool, on his de- 
parture, presented him with a watch, now in his posession, 
and which he values more highly than any earthly treasure. 
Mr. Robinson very kindly permitted me to handle the watch, 
and read the inscription thereon, which is verbatim as follows : 
‘Liverpool & Manchester Railway, to Edward Robinson, in 
Token of Regard from the Directors, 1842. ’ 

** Any railway officers, or others, having the curiosity to see 
Mr. Robinson, and examine these mementoes of respect, can 
do so by calling at his residence in American Fork, Utah 
County, Utah.” : 








The Danforth Locometive Works at Paterson have about 650 
men employed, but are running on short time. The works 
have no new contracts, and those now on hand will not take 
more than five or six weeks to fill. 

The Pittsburgh Locomotive Works are building ten 48-ton 
“consolidation” engines for the Baltimore & Ohio road. They 
are also at work on orders for the Tolede, Wabash & Western 
and Indianapolis, Peru & Chicago. The orders on hand are 
mainly from old companies. 
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American Railroad Securities in Holland. 





AmsTERDAM, Octobor 12, 1873. 
To THE EprTor oF THE RAILROAD GAZETTE: 

With much concern I read the interesting articles of the 
RammRoAD GazeETTE, aud particularly that on “The Railroads 
and the Panic” in your number of September 27 last. I strongly 
believe that, after all, American railroad matters in general 
will improve and show much more substantiality than is com- 
monly thought in our country, when the panic is quite over. 

As my firm (of Elix & Broekman) has had a large share in many 
of the issues of good and sound American railroad bonds in our 
market, and I am furthermore favorably inclined toward sound 
American securities, I have sometimes sent contributions to 
our papers in order to contradict the most extravagant reflec- 
tions and rumors of supposed bad faith, which in these days 
find too ready ears. A copy of my latest contradiction please 
find enclosed. It met with strong approval from our best 
business men and investors, and perhaps may be a good con- 
tribution to your RaruroaD GAZETTE also. 

You will see from it that the Dutch are heavily interested in 
American railroads—much more than any country of Europe, 
and 1n proportion to its population probably as heavily as Amer- 
ica itself, for with a population of only 3,500,000 people they 
have nearly one hundred and sixty millions of dollars of differ- 
ent shares and bonds, besides large amounts of United States 
bonds, State bonds and other American securities. The total 
amount of the latter cannot be definitely fixed, but certainly 
sums up to more than a hundyed millions of dollars. 

Fortunately they hold comparatively few bonds of those weak 
companies which are now in defauit of interest, except one (the 
St. Paul & Pacific), and that they are interested in that under- 
taking for more than $20,500,000 is due to the obstinacy with 
which its soundness was advocated by the men interested in the 
sale of those bonds, though my firm and many others had no 
confidence ia a road of that location, which could not be 
worked profitably with a 7 per cent. gold mortgage debt of $40,- 
000 per mile, for many years to coms, and were always warning 
against them. 

Per book post I send you circular of the bonds, with the issue 
of which our firm has been charged in our place ; beside those, 
we were also charged with the partial sale, and recommended 
tbe North Missouri 7 per cent. first mortgage, and Cleveland, 
Mount Vernon & Delaware first-mortgage bonds, and never 
had anything to do, nor recommended as good securities, the 
bonds of apy company now in default, such as Rockford, Rock 
Island & St. Louis, Oregon & California, Florida Railroad, Port 
Huron & Lake Michigan, or Alabama & Chattanooga, the total 
amount of which held in our country I calculate not to exceed 
$5,000,000 face value. ' 

The average price paid for them probably does not exceed 65 
percent. The average price paid for St.Paul & Pacific bonds 
is also about 65 per cent. If we calculate that these bonds are 
worth one half the cost price, the loss will be somewhat over 
$8,000,000, or about 5 per cent. of the total of American rail- 
road bonds and shares (face value) held in our country. I also 
send you some other papers, and am willing to give you any in- 
formation you may wanton the subject of American securities 
held in Holland. 

J. H. Broexman, Jr., of Elix & Broekman. 
TRANSLATION OF MR. BRECKMAN’S LETTER TO THE AMSTERDAM 
HANDELSBLAD, 
To THE REDACTEAR VANHET AMSTERDAMSCH ALGEMEEN HAn- 

DELSBLAD : 

Mr. Eprror—Your number of September 13 last contains an 
article relating to American railroads; the stupendous mis- 
management of which should have caused very heavy losses 
also to the Dutch investors; the opposition of the granges to 
the high freight rates and extortions of railroad companies, etc. 

The effect of that article is to give the readers of your paper 


a very unfavorable general idea of railway management in the 
United States. : 

It appears to me that much exaggeration is found in your re- 
flections, and I, therefore, request some space in your paper for 
thé following lines : 

Your expression that American railroad intrigues have caused 
such heavy losses here and abroad, as found in the beginning 
of that article, atleast with regard to our market and in pro- 
portion to the amount invested in our country in public funds 
and securities, is very excessive. The total amount of all 
American railroad securities (stocks and bonds), exclusive of 
State bonds or American companies other than railroad com- 
panies, held in Holland may be calculated at about a hundred 
and sixty millions of dollars ($160,000,000), face value. Of the 
amount, interest payment has been suspended on about $14,- 
000,000 ; and $11,500,000 more, it is certain, will be in default 
verysoon. On the other hand, payment has been resumed on 
about $8,000,000, while some of those companies now in default 
are by no means in a hopeless situation. : By 

The annual interest thus due but not paid is limited to 
$1,000,000 (2,450,000 guilders, Dutch currency), a sum large 
indeed, but not extraordinary, if we consider the Dutch holders 
of Spanish bonds suffer a loss of at least $12,000,000 (30,000,- 
000 guilders) in annual interest by the non-payment of the 
Spanish coupons; and the reduction of rent of the Austrian 
debt (held as tax), according to the official figures of conver- 
sion, causes & yearly returning loss to our investors of $1,430,- 
000 (3,500,000 guilders, Dutch currency). Moreover, the Dutch 
are not interested tor & large sum in any American railroad 
company now in default except one, of which they hold some 
$20,000,000 of bonds, and the soundness and safety of that 
company has been insisted upon so warmly by our own coun- 
trymen that a so-called “ friend of truth and right” even found 
no hesitation in callivg its adversaries, one of whom I was, in the 
Nederlandsche Firnancier, of December 4, 1872, “ contrivers 
of falsehood, deceivers, unconscionable men,” etc. 

It is far from my intention to protect American railroad 
directors who are guilty of dishonesty and perfidy; on the 
contrary, the more actions of such kind are known the better 
usually the knowledge of the fault contributes to their cure. 
But the trouble is that the extreme confidence of former years 
has turned to extreme distrust to-day ; and it formerly they 
had been more careful they now would have much less reason 
for complaint. 

Further, that the associations of granges, whatever good there 
may be in their efforts, otherwise exaggerate very much, it is 
easy to show. . 

In former years grain was shipped to Chicago by rail, and 
thence by water-routes to Atlantic ports. For the fall of 1872, 
however, the lake rates went up, by casual circumstances, to 
twice or nearly three times the normal rates, thus leaying very 


little or no profit to the farmer. At that time loud cries of ex- 
tortion by the railroad companies became frequent, though it 


is clear that if grain is to be shipped by rail some 1,000 miles, 
the cost of such transportation must be relatively high. 

The main — of the granges is, no doubt, “high 
freight rates” and unreasonable discrimination. Those rates, 
however, never were lower on the principal lines than just now. 
The Lilinois Central, for instance, charged per ton and per 
mile in 1872 2.15 cents, against 2.31 in 1871 and 2.40 in 1869. 
The Milwaukee & St. Paul charged in 1872 2.43 against 2.82 in 
1870 and 3.76 in 1865 ; the Michigan Central 1.57 in 1873, 1.98 in 
1870 and 3.60 in 1865; the Chicago & Northwestern also has re- 
duced its rates likewise. These companies suffer at present, 
probably only temporarily, very much from these low rates, 
and the quotation of their stocks is now from 15 to 25 per cent. 
lower than two years ago. On the great through lines to the 
Eastern States, freight rates have been reduced also almost an- 
nually. The grain growers of the West are reproaching the 
companies for having to pay for local freight much higher rates 
than for through freight, and the new law which they have 
carried through in Iilinois imposes heavy fines on so-called un- 
just discriminations. The inevitable result has been that the 
companies had to raise local as weil as through rates Jnly 1 last ; 
for through freights and the profit of the same were to dimin- 
ish, and in consequence local trafiic had to supply the differ- 
ence. By the working of the new law, the companies are also 
forbidden to take freight at special low rates in cars that other- 
wise had to return empty, although those former special rates 
detrayed the cost of hauling. The working of the new railroad 
law in Illinois, therefore, is quite different from what was ex- 
pected of it, and it cannot be maintained for along time. A 
committee appointed in the State of Aiabama to investigate it 
has already reported unfavorably. The Byblad vanhet Am- 
sterdamsch Effectendlad of August 11 last contains some stipu- 
lations of that law, and adds: ‘‘The English Lconomisi also 
blames that measure very forcibly, and thinks it an infraction 
of the right of possession, etc.” 

As to the watering of the stock by false dealings, this also is 
represented inan exaggerated manner, as such waterings have 
only occurred in a few instances on a large scale. Much can 
be said in censure of such waterings, but something can be 
said in its defense also. It is also true that many companies, 
chiefly in their earliest days, distributed scrip dividends instead 
of cash ; but in the large majority of such cases tlie stockhold- 
ers’ money was actually spent in improving and enlarging the 
a gd the road and equipment. Oftentimes, also, much 
ess has been declared than actually was earned, and of late 
the declaring of such scrip dividends is decidedly decreasing. 

Itis not possible to deny that much evil can be pointed out 
in American railroading ; but it is hardly possible that it could 
be otherwise, if we take in viewits unprecedentedly rapid growth 
and development, The very jnge ee | demand for railroads, in- 
deed, enabled the companies to obtain the most liberal charters 
and privileges ; now they make use of their rights, and have 
grown, possessing now powers equal, or very nearly equal, to 
the power of the State legislatures. This must be and should 
be turned in another manner, not by stupid and extravagant 
usurpation of the granges, but certainly by the practical sense 
of the American people, who also know how to appreciate the 
blessings which the railroads have introduced, promoted and 
still sustain. J. H. Brozxman, Jr. 

Amsterdam, September 16, 1873. 





CHICAGO RAILROAD NEWS. 


Chicago & Northwestern. 


This company has begun a radical retrenchment in expendi- 
tures, reducing the number of men in its employ in its shops at 
all points, and also of its train-men where it can be-<done with- 
out detriment to the service. The rate of wages to its em- 
ployees has been reduced from 10 to 15 per cent. This is made 
necessary chiefly on account of the large expenditures which 
the company has undergone on account of extensions, and also 
because at the present time, like all other companies, it is un- 
able to negotiate its bonds except at a great sacrifice, and hence 
must depend upon its earnings for its total income. The com- 
pany is not contemplating any further extensions, although it 
is probable that early in the spring about fifteen miles of road 
will be built between Janesville and Evansville, Wis., so as to 
straighten the connection between the Madison Extension and 
the Wisconsin Division, and save considerable time and distance 
in the route between Chicago and Minnesota. The new shops 
adjoining this city are expected to be completed in early winter, 
when the workmen and machinery now within the city limits 
will be transferred to the new shops, and the old ones will be 
devoted to freight purposes perhaps. 


Chicago, Danville & Vincennes. 

The new shops in Danville have been occupied about six 
weeks. The last of the machinery was got in about two weeks 
since. The company is now very nicely prepared for the win- 
ter, having its round-houses ample for the accommodation of 
its engines. Last winter the engines were unhoused, and 
steam was kept up in order to keep them from freezing. The 
expenses of the compauy will thus be largely diminished, while 
at the same time its earnings will be largely in excess ef last 
year. The coal business of the company, particularly, has de- 
veloped greatly. Its Fountain County branch, for instance, 
now sends daily to this city 50 car-loads of coal, and by the be- 
ginning of Devember the company expects to put one hundred 
cars into the business. The coal is growing rapidly in favor ; 
the Lake Shore & Michigan Southern Company has commenced 
its uge u on its engines. During the past year 300 gondola 
cars have vcen added to the equipment and ten engines, and 
the increase of the track facilities in this city has been equal to 
eight miles, in the way of side-tracking, etc. A new freight 
house is nowin process of construction in this city, between 
Morgan and Carpenter streets, north of Fulton street. It is 80 
feet in width by 140 in length, built of brick, with gravel roof. 
It will be completed and ready for occupation within three 
weeks. The round-house in the southwestern portion of the 
city has been so far completed that uccommodation is furnished 
for twelve locomotives ; but the building 1s not to be completed 
until some preliminaries relating to the title to the ground and 
to the loc tion of a portion of the track outside the city limits 
have been settled. 


The Railroad Law. 


It appears that the Illinois Railroad Commissioners have 
come to the conclusion that the cry about railroad discrimina- 
tions have very little bottom to rest upon. The board will, 
therefore in the future, devote itself to a regulation of what it 
calls ‘*railroad extortion.” The question of what is to be done 
with empty cars is one which is intimately connected with the 
question of discrimination. Take the Chicago & Alton road for 
instance. It transports large amounts of live stock from Kan- 
sas City to Chicago, returning the cars empty. Kansas isa 
large market for lumber, and Louisiana on the Mississippi 
River receives large quantities of this commodity from the 
Upper Mississippi, so that the price of lumber in Louisiana is 
just about what it is in Chicago. The railroad company, how- 





ever, if it could be permitted to ‘‘ discriminate,” could carry 
Jumber from Chicago to Kansas City at such low rates in its 
otherwise empty cars as to be an advantage to the railroad 
company as well as the Chicago merchants. But the Ilnois 
aw prohibits this business and compels the company to return 
ts cars empty or else to carry lumber to Illinois towns at a 








pro rata tariff on the Chicago-to-Kansas City trains. Such argu- 
ments a: these have already become so potent that there is 
now, among the friends of. the railroad law, a good deal of 
doubt as to whether it is wise to maintain this provision in the 
present law, and = an effort will be made at the next 
session of the Legislature to repeal the clause. 


Chicago & Alton. 


In the case of Joshua Puffenberger, the engineman of the 
coal train which caused the disastrous Lemont collision last 
August, who had been indicted for manslaughter, the jury re- 
turned a verdict of * not guilty” last week. 


Civil Engineers’ Olub of the Northwest. 

At ihe meeting in the rooms of the Academy of Sciences on 
the 20th ult., Mr. E. 8. Chesbrough, the President, read a paper 
on ihe “ Conveyance of Water across Navigable Streams,” and 
also on the “ Repairing of Water-pipes under Water.” 

Mr. E. L. Billings and W. 8. McHarg were chosen members 
of the Club. 

The Academy of Sciences offered the use of a roomfor the 
use of the Club, provided it would pay for fuel and lights. 

The Chairman hoped that, in return for the generosity of the 
Academy of Sciences, the members of the Club would 
present to the Academy all specimens of zoology, mineralogy 
and geology they might be able to obtain. A vote of thanks 
was given to the Academy, 


Chicago & Pacific. 
Grading parties are at work on the road near Byron, Il 


1, 
some 55 miles west of the present terminus at Elgin. A smail 


force is engaged on the grading and the piers for the bridge 
over Rock River are going up. 











THE SCRAP HEAP. 


The Train Boy Nuisance. 


The Newark (N. J.) Advertiser,thus energetically calls atten- 
tion to this matter : 

“In our local columns is described an episode of railway 
travel which, though of common occurrence and comparatively 
small significance, nevertheless involves a principle, and on 
that ground deserves attention. A question of priority of 
rights now seems to lie between two classes of railway and 
ferryboat travelers—the passengers and the peddlers. ‘to all 
appearances the latter have the best of it, their advantage 
consisting in an unlimited stock of billingsgate, backed up by 
volubility and impudence enough to make it effective as a 
weapon against the modestly-inclined passenger. 

**We trust the proper officials may take the matter into con- 
sideration and decide once for all upon the question of prece- 
dence. If the peddlers are to be masters, let the passengers 
either retire to other modes of conveyance or unite firmly for 
resistance to the sy meepene tyranny of the fellow who throws 
his wares into their laps and then stands ready to revile them 
and their ancestors if they fail to govern themselves according 
to his convenience and pleasure. But if, as we suspect, the 
managers incline to chuose on the side of the body of passen- 
gers, for peace sake, let them take such decided measures that 
this crying nuisance may at once and forever cease.”’ 

The incident referred to took place in the cars of the Penn- 
sylvania Railroad, whose General Manager not long since is- 
sued an order against peddlers on trains—an order which does 
not seem to be enforced as it should be. 


Railroad Manufactures. 


The Baldwin Locomotive Works recently shipped 10 locomo- 
tives to Rio Janeiro, Brazil, for the Don Pedro II. Railway. 
Since September 27, the number of men discharged from the 
works has been 684, of whom 214 were from the smith-shop and 
101 from the foundry. The number still at work is 1,976. 

The Cincinnati Iron Bridge Works have recently completed 
two important contracts, one a Whipple truss bridge at Elmira, 
N. Y., having five spans of 160 feet each, and the other a stee!- 
wire suspension bridge with a single span of 363 feet, at Frank- 
lin, O. The company has a large number of orders on hand. 

The Hinkley Locomotive Works at Boston have discharged 
400 men, and have also reduced wages. Orders from the Chi- 
~~ Canada Southern and other companies have been can- 
celed. 

The Rogers Locomotive Works at Paterson, N. J., recently 
shipped several engines to Peru. Only about one-third of the 
usual force is now employed. 

The Grant Locomotive Works at Paterson have reduced their 
force to 400 men, or about two-thirds of the usual number. 

The Troy Bessemer Steel Works of John A. Griswold & Oo. 
continue work with full force, having reduced wages 10 per 
cent. They employ about 500 men. 

The car-shops of Gilbert Bush & Co., at Troy, N. ¥., employ- 
ing about 500 men, will, it is expected, be closed soon. They 
have on hand $240,000 worth of cars which were ordered for the 
Canada Southern and South American railroads, and will not 
be taken off their hands at present. 

The Cambria Iron Works, being unable to make collections 
for iron sold, has notified its empioyees that it is unable to 
make regular cash payments for wages, that it will pay bal- 
ances due as «oon as it can get the money, and that employees 
can have supplies from the company’s stores to the extent of 
their earnings. Such as are willing to accept this state of 
things will be kept employed. 


Modern Tunneling. 


In the Economy and Statistics Department of the British 
Association, Mr. C. Bergeron (Lausanne, Switzerland) gave a 
description of the works connected with the St. Gothard Tun- 
nel, the contractors for which are under heavy penaltics to 
complete it in nine years, and which will be more than two 
miles longer than the Mont Cenis Tunnel. The drills used 
were those of Messrs. Dubois & Francois, and were*made at 
Seraing. These machines were worked with compressed air at 
five atmospheres. Dynamiie was used for blasting, but the 
process was very slow. He had heard that the Americans were 
going to construct a tunnel cieven miles in length in five years, 
and he supposed they would use some more improved means, 
He had seen machines for boring holes three feet or four feet 
in diameter, the blows being struck with a force of eight or 
ten tons. He thought that probably some adaptation of the 
steam hammer, mounted on trunnions Jike a cannon, 
would be invented, which would smash the rocks and super- 
sede blasting entirely. Sir John Hawkshaw said the subject 
of cutting or boriug through rock was one of great impor- 
tance at this moment, because the age was apparently going 
to be one of long tunnels, tunnels which, unti recentiy, were 
never dreamed of. The author of th» paper 1 a1 spoken of 
hammering machines, but at present he could not see any 
other way of cutting except by boring by such a machine as 
that which was brought under the section on Monday—Bur- 
leigh’s boring machine, which he had inspected that morning, 
and which seemed an admirable machine for boring hard rock, 
Of course this system necessitated blasting, and the great evils 
connected with it. He was inclined to think, however, that 


with a little more care and attention in cutting round the cir- 
cumference, some of the evils of blasting might be avoided, 
although there would alwaye be danger and difficulty. The 
system mentioned by the author of the paper seemed to him 


not only too expensive but going back to brute force, and no} 
depending upon mec skill, 
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Editorial Announcements. 





Removals.—The Chicago office of the RattRoaD Gazette has been 
removed to No. 77 Jackson street, opposite Third avenue. 

The New York office of the RattRoap GazeETtTe is removed to Room 
131, No. 73 Broadway, opposite the upper elevator landing. 





d. 





Oorr We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint 
ments, resignations, etc., and information concerning improvemenis 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always giad to 
receive news of them. 

Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc. ; but when engravings are necessary 
the inventor must supply them. 


Articles.— We desire artictes relating to railroads, and, if acceptable, 
will pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especial/y desired. 


Advertisements.— We wish it distinctly. understood that we will 
entertain no proposition to publish anything in this journal for pay, 
“XCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matier as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but tt is useless to ask us to recom- 
mend them editorially, either for money or si isaceeiatieaenll 
‘ising patronage. 











THE SIXTH ANNUAL REPORT OF THE MASTER 
MECHANICS’ ASSOCIATION. 





This publication has just been issued and is now ready 
for distribution to members. It is of the usual form and 
contains this year 234 pages. What wili attract atten- 
tion at first sight is the large number of engravings in 
this volume. There are altogether twenty nine wood 
cuts, some of them of double-page size, others occupying 
a full page, besides a number of smaller diagrams. 

The reports of committees, taken altogether, are, we be- 
lieve, the best which have thus far been published. The 
discussions are, however, not equal to those of the meet- 
ing of the previous year in Boston. This is probably 
owing, to some extent, to deficiencies in the stenographic 
report of what was said. Much of the superiority of the 
the discussions at the Bosto 1 meeting was due to the ad- 
mirable report which was made of that meeting. It 
would, we think, be an excellent plan to -secure the ser- 
vices of some thoroughly efficient person to report the 
meetings each year. There are peculiarities in the man- 
ner of doing business, technical terms, names of members, 
etc., wicha reporter must learn ; and if anew man is 
employed each year he must go through a process of ed- 
ucation before he is quite competent to do the work as it 
should be done. 

But, making all allowances for the difference in the 
accuracy of the two reports, it is still obvious that the 
discussions at the Baltimore meeting were neither so 
interesting nor edifying as those in Boston. The reason for 
this is difficult to point out. It is Dr. Holmes, if we re- 
member aright, who says that in Baltimore if a per- 
son opens his mouth to say a wise thing, the inhabitants 
immediately drop a fat oyster into it, which silences him. 
All who attended that meeting remember, as the com- 
mittee on resolu'ions express it, the “‘ courteous hospital- 
ity” of the Baltimoreans, which was so spontaneous, so 
liberal and so unselfish. Now, it may be that they some- 
how managed to drop the metaphorical fat oyster into 
the mouths of members, and thus charmed away their 
wisdom in a sort of delightful haze of enjoyment. But, 
pleasantry aside, it is evident that @ bad start was made, 





from which the meetings did not recover. During the 
sessions of the convention the membership seemed some- 
how to be divided into two contending factions, one in 
favor of accepting an invitation to go to New York and 
the other not, which seemed to absorb the attention of the 
Association to the exclusion of the reports of commit- 
tees and the regular business of the Society. This fault 
of the Baltimore meeting—if it was one—can, however, 
easily be remedied in future, if the members will keep 
distinctly in mind the preamble to the constitution, 
which says that the Association is established to “ enable 
them to exchange information upon the many important 
questions connected with their business.” The main 
object of the meetings is to afford the opportunity for 
this “exchange,” and it is the prime purpose which 
should be kept in view by the members. 

The reports of the committees in the volume before 
us are, however, equal to any which the society has thus 
far published. The one on the purification of water will, 
we feel certain, by directing attention to the subject, 
result in an improvement in the quality of the water 
used generally on railroads. The discussion of this sub- 


5 ject year after year must ultimately lead to some thor- 


ough remedy of the evil of which so many master 
mechanics now complain, and we know that a number 
of ;,ersons are now experimenting on this subject en- 
tirely independently of each other, and pushing inquiry 
and experiment in directions which are at least very 
promising of valuable and useful results. 

The committee on the value of different kinds of fuel 
were evidently only feeling their way. The problem 
they have to solve is not an easy one, and probably some 
very elaborate experiments must be made before the 
value of some of the unknown quantities in it are deter- 
mined. 

There are two reports on continuous train brakes, giv- 
ing some valuable information regarding cost of apply- 
ing and maintaining them. 


The committee on the relative cost of operating roads 
of tne standard and those of the narrower gauges made 
no report, but submitted a paper from Mr. W. W. Evans 
on the subject instead, in which he answers the questions 
which are contained in the committee’s circular of in- 
quiry. 

The discussion of the subject was opened by the read- 
ing of this circular, 
no answer from the advocates of the narrow-gauge roads. 
One fact of importance was elicited by the discussion, 
and was stdted by Mr. Ross, of the Memphis & Charles- 
ton Railroad, who said : ‘‘ We are operating or trying to 
operate about twenty-five miles of narrow-gauge road. 
We find the light ties sink into the soft earth so much 
in our country as to make the track too uneven for use. 
We will have to put them closer together and make some 
other changes in the track.” He did not state how close 
they were originally placed, but if they were not farther 
apart than two feet from center to center, we appre- 
hend that they will find difficulty in ramming the ballast 
or earth under them if placed closer together, in which 
event they will be obliged to lengthen the ties in order to 
get the requisite bearing surface. Attention has been, in 
these pages, repeatedly called to the fact that the bearing 
surface of cross-ties is governed by the weight which 
they must carry ; and as it is impossibie to ram the bal- 
last under them if placed closer together than usual, 
therefore the length of cross-ties, and consequently the 
width of embankments, is governed, not by the gauge, 
but by the weight of rolling stock. Practical experience, 
it seems, has confirmed what seemed self-evident without. 
This fact, we think, refutes the idea which was held by 
a good many of the members, that the “ narrow-gauge” 
question was one which concerned the civil engineer and 
not master mechanics. The whole question is based 
upon one which master mechanics, and not civil engi- 
neers, are competent to answer, and that is the relative 
weight of rollingstock for different gauges. Itis because 
this question has been left to civil engineers who knew 
very little about the construction of rolling stock that 
such egregious blunders have been made in the claims 
put forth by the advoeates of the narrow-gauge system. 
Let the master mechanic show—and none are more com- 
}-etent to do so—that the gauge has little to do with the 
weight or capacity of cars or engines, and the whole 
basis on which the narrow-gauge arguments rest would 
have been knocked from under them. Fortunately, this 
is no longer necessary, as but little vitality is now left in 
what a short time ago presented so bold a front. 

The report of “ solid-end’’ connecting-rods simply pre- 
sented a summary of the replies to their circular of in- 
quiry. The report was not discussed, which is always to 
be regretted. 

The committee on the resistance of trains reported 
practically that they could get no information on the 
subject, and recommend that a series of experiments be 
made to accurately determine the train resistance of dif- 





ferent classes of American rolling stock. There are 


whicb, it is to be regretted, received. 


more difficulties in doing this than persons are apt to 

suppose on first considering it. 

The best report in the whole volume is the one on 

safety chains. As we will republish this entire, we will 

make ro other comment on it now except to say that we 

intend t> make it a text from which we will write here- 

after. It elicited some discussion, but not so much as 
the importance of the subject deserved. 

The report on anti-friction valves gives the experience 
of a number of members in the use of different kinds of 
valves of this description. Engravings of five of them 
are also published with the report. Certificates testify- 
ing to the efficiency of such or other inventions should, 
however, have no place in the annual report. If one 
member is permitted to do this, others must have the 
same privilege, which, if denied, will soon raise a storm 
of indignation. 

A paper on valves and valve-gear was read by Mr. 
Jerome Wheelock, in which he related some experience 
in inventing and perfecting a balance-valve. He also 
finds fault with the link-motion, which, he says, ‘‘ allows 
the half-expanded steam to escape before the piston has 
completed half its stroke.” The link-motion which gave 
such results must have been very badly proportioned, to 
say the least. 

The report of the committee on snow-plows is alsoa 
very excellent one. Itis quite fully illustrated and con- 
tains, we believe, more information regarding the subject 
of which it treats than can be found in a similar space 
anywhere else. The lack of discussion must, however, 
be regretted, as so few opportunities present themselves 
for getting information, and we know of no more diffi- 
cult subject tostudy and none in which the acquisition 
of practical knowledge is attended with greater hardships 
and discouragements. 

Mr. Wells’ paper on the resistance of wheels which 
are loose compared with those which are tight in the 
axle is also very interesting, and is a valuable contribu- 
tion to this subject, which some have never very 
thoroughly understood. s 

The committee on machinery for removing wrecks 
have hardly done their subject justice. The contribution 
of drawings of wrecking cars, similar to those of snow- 
plows submitted by the committee having that subject 
under consideration, would have had much value ; or, if 
even they had published Mr. Robinson’s ‘‘full list of 
tools used”’ for this purpose, which they say he furnished, 
it would doubtless have been of service to some of the 
members. 

The invitation of General Smith to see the experiments 
to te made by the government on steam-boiler explosions 
will afford the Associatioa an opportunity to get accu- 
rate information on this much-vexed and discussed ques- 
tiun, if the committee appointed to attend the experi- 
ments make, as they should, a full report. 

The report on steel tires presents some rather dreary- 
looking statistics and tables of breakage and wear of 
tires, which, doubtless, on careful analysis may teach 
some useful lessons. 

Ol two papers by associate members, one on ‘‘ A Pro 
posed Method of Testing Graphically the Actual Motion 
of Slide Valves,” has already been published in these 
pages ; another, on ‘‘ Our Power and our Responsihility 
as an Association with regard to the Quality of Material, 
Workmanship and Design Used in Railroad Service,” by 
F. B. Miles, has an effect on the reader similar to that of 
listening to a full brass band, and produced a delighttul 
feeling of exhilaration at the close of the convention. 

Altogether, the sixth annual report shows in many 
respects an advance over the last, which is as it should 
be. There is a tendency among some of the committees 
to simply summarize the replies to their circulars of in- 
quiry. While this should be a very important feature in 
all the reports, it is not all that is needed. A committee 
which devotes its especial attention to the study of one 
subject is supposed to know more about it than those 
who regard it only casually. Such a study, then, should 
leac to some definite conclusions, and therefore we think 
that all the reports should end with a resolution, which 
the Association could discuss and adopt or reject, as it 
thought best. If some definite conclusions are stated it 
will be much more likely to call out comment than if the 
subject is treated in a sort of discursive way. 

We are requested by the Secretary of the Association 
to say that those members who have changed their ad- 
dresses will please notify him at once. Railroad officers 
desiring copies of the report can obtain them by address- 
ing Mr. J. H. Setchel, Secretary of the American Rail- 
way Master Mechanics’ Association, Cincinnati, Ohio. 








FIXING FREIGHT CHARGES, 





The correspondent whose plan for fixing freight rates 
to competitive points we published October 18, in anoth- 
er column has something to say of our criticism of his 





plan. The substance of his defence is that at the ruling 
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rates and on low classes of goods the discriminations 
against small places by his plan would not be so great as 
we showed them to be—or rather as his table showed 
them to be—at $1.75 and $1.50 for first-class freight per 
hundred as the ‘‘ basis rate.”” 

"It is quite true that when the rate is lower than 
those which we took for our comparisons, the gross 
anount of the difference between the rate to a large 
and that to a small place will be less, but the 
proportion of difference remains the same forall rates 
and for all places, so that the charge per ton per mile 
would be 34 per cent. greater to Matteson than to 
Chicago for all rates and all classes. Making the Chi- 
cago rate the standard, as substantially the lowest (hav- 
ing no transfer charge to add, as St. Louis has), the rate 
to any other town can be found by adding 1} per cent. 
to the Chicago rate for every 14,000 inhabitants the place 
may have less than 294,000, down to 14,000; and for 
places ofless than 14,000 inbabitants by adding the same 
percentage for each 2,000 inhabitants less, in addition, 
and then proportiouing the rate found to the Chicago 
distance. 

But the special effect of the tariff is useful only as an il- 
‘Justration of its principle, as of course the rate of difference 
might be made smaller if too great or greater if too small. 
We object to the principle of the proposed tariff, in the 
first place, because it is not true that the cost of trans- 
portation to a place varies in proportion to the bulk of the 
traffic to that place by all routes ; and we object further 
that even if it were, the price of transportation cannot be 
made exactly in proportion to the cost, without, in many 
cases, great disadvintage to both the carrier and its cus- 
tomers. The latter proposition we believe to be incontro- 
vertible, and though it is ignored as a theory by nearly all 
who have made plans for fixing charges, it is, so far as 
we know, practiced by all of them notwithstanding. For 
this is really the basis of the classification of freights, 
which no one has thought of abolishing, we believe. It 
is true that most of the articies which can be handled 
cheaply and add little, because of cheapness or non-liabil- 
ity to dam»ge, to the risks of the carrier as an insurer of 
his cargo, are put in the lower classes; but these classes 
contain many articles which are quite as valuable, quite 
as costly to handle and quite as liable to damage as many 
goods of higher classes, and on the average cost the car- 
rier quite us much from time of receipt to delivery. 
They are classed low that they may be carried low, and 
they are carried low b:cause the railroad would not carry 
them at all were the price higher. This is the all-sufficient 
justification for doing some work at a less rate of profit 
than other,and were this forb:dden one of two things 
would b2 inevitable: business would be decreased at the 
expense of the shipper, who would pay higher pricts, or 
business would be decreased at the expense of the carrier, 
who at the same prices would make less profits. 

To many small competing points any greater charge 
per ton per mile than to the largest points would dis- 
courage or entirely destroy through shipments. Now 
no railroad will or should give up a part of its business 
which pays some profit. Ifthe rate to Chicago pays a 
profit of ten cents per hundred and the rate to Blooming- 
ton only two cents, we cannot and should nut expect the 
Toledv, Wabash & Western and Indianapolis, 
Bloomington & Western roads to consent to 
such an increase of rates as will make the 
profit as great on Bloomington as on Chicago 
traffic, ¢f by so doing they would lose their Bloomington busi- 
ness. Now, by adjusting rates so as to make them yield 
everywhere an equal proportion of profits, many roads 
would lose much or most of their business at many 
places, with no gain elsewhere. Thus they would virtu- 
ally throw away the old profit, and if it were made good 
at all, it would have to be by increasing all other rates so 

.as to pay larger profits. As itis, they do some business 
which yields net 100 per cent. of the cost of doing it, and 
some that yields not more than 5 per cent., and the 
lowest-priced traffic still adds something to the net earn- 
ings which pay the interest on the investment, and lessen 

‘the necessary amount of the average rate. 





The Lake Shore & Michigan Southern. 





“The complications in which this company has been engaged 
‘have perhaps had more influence than any other one thing on 
the general depreciation of stocks, as well as on its own, which 
have frequently sold for one-third less than was eagerly paid 
for them two months ago, the gross earnings meanwhile having 
constantly increased, and the working expenses, so far as can 
be judged from the prevailing prices of labor and material, not 
‘having increased to any considerable extent. There seems 
to be -no change in its business which would 
,prevent its earning fully 8 per cent. on its stock (and probably 
more) after paying all interest charges. Large amounts have 
been expended in new construction, but it was supposed that 
the money for this came from the new issue of bonds which 
was put on the market last spring, and which was under- 
stood to be all closed out at a comparatively high price. The 
amen who have managed its affairs were sometimes charged 


with selfishness, but until now no one has ventured to 
suspect them of any lack of integrity or “irregularity” by 
which the trusts confided to them might be endangered. There 
probably are only two or three combinations of capitalists in 
the country who have had better credit or to whom good credit 
was so profitable. They had a wide-spread reputation, in 
Europe as well as in this country, for success in their un- 
dertakings and faithfulness to their engagements. Now 
all successful snd honest business men who are 
known to be successful and honest can borrow money 
for their enterprises, at home and abroad, at the lowest rates. 
These men—such as the Pennsylvania people, the Reading 
people, the Baltimore & Ohio people, and the Joy people of 
Boston, as well as the Vanderbilt people, make their money by 
borrowing at low rates money which they invest profitably so 
as to pay higher rates. This, indeed, is the mission of successful 
business men the world over. So their good credit is just as vital 
to their success as their good judgment. We see, therefore, 
that any act by which they should forfeit that credit would al- 
most inevitably ruin their future chances of profit, by putting 
an end to their career as the agents, actual or virtual, of invest- 
ors. The report, which has been widely published and appar- 
ently believed to a considerable extent in Wall street, that the 
managers or some of the managers of the Lake Shore have 
wasted its property, including a large part of the - last 
issue of bonds, in private speculations, is improbable in the 
nature of things, even on the supposition that these men are 
utterly unscrupulous. It is of course not impossible that it 
should be true, for men do sometimes wreck their future pros- 
pects by such acts, in spite of the folly as well as the wrongful- 
ness of such a course. In this case, the Union Trust Company, 
the chief creditor of the railroad company, as well 
as the officers of the railroad company and their 
agents, deny that there has been any misappropriation 
of its funds, and the $1,800,000 of debt to the Union 
Trust Company in that case must represent expenditures 
for improvements in excess of the proceeds of the new issue of 
bonds. These improvements have been extensive, and should 
be still continued, as the line is for a large part of ,the year able 
to obtain alarge traffic in excess of its present capacity. It is, 
of course, possible that the improvements caunot be fully 
utilized until they are completed, and that as they 
now stand they will not add to the net earnings 
enough to pay the interest on their cost. As to that 
we shall probably know nothing until the report for the 
current year is published. 

We may, however, easily calculate how much of a burden this 
addition to the capital account will be. 

The new issue of sinking-fund bonds is to the amount of $6,- 
000,000, one-tenth of which is to be retired yearly, while the in- 
terest is 7, per cent. Thus the, interest and the provision 
for the sinking fund will require the appropria- 
tion of $1,020,000 yearly from the net earnings. The floating 
debt of which we have information is the $1,800,000 which is 
due to the Union Trust Company in quarterly installments, we 
believe, with interest at 7 per cent., the President and some 
other directors having deposited property of their own ag secu- 
rity for its payment. 

Last year the net earnings of the company were $5,750,000, 
about $2,000,000 of which were required to pay rentals and in- 
terest charges. 

If we add the million incurred on account of the new issue of 
bonds, we have, counting the net earnings for 1873 no greater 
than for the previous year, $2,750,000 applicable for interest 
and principal of the ffloating debt and for dividends. One 
quarter of the debt to the Union Trust Company will need to 
be provided for about the close of the year, so we should then 
have about $2,250,000 left of this year’s earnings after paying 
the necessary demands on them, unless there is a floating 
debt of which no account has been given (which is possible). 
This is equivalent to 44 per cent. on the capital stock. 

But for the first nine months of this year the gross earnings 
have been 14} per cent. greater than for the corresponding 
period last year, and with the same proportion of working ex- 
penses the net income should be one-seventh greater, which 
would be an addition of more than $800,000, and enough to add 
$2 per share to the rate of dividend. To make the net earn- 
ings as small as last year the workings should have increased by 
no less than 23 per cent., which is improbable. 

As the company has already paid one 4 per cent. dividend out 
of this year’s earnings, on the supposition that there has been 
no increase of net earnings this year, there would be only one- 
half of one percent. to divide for the current half year, and 
probably there would be no dividend. If, however, the net 








earnings should have increased in the same ratio as the 
gross receipts, there should be 2 per cent. for the next 
half-yearly dividend. 

Although we have not sufficiently complete information of 
the floating debt and working expenses of the company to abso- 
lutely determine its ability to pay the next one or two ordinary 
dividends, we think the above shows piainly enough that it is 
very far from bankruptcy, in any case, even on the supposition 
that the entire proceeds of the $6,000,000 of new bonds, 
together with the floating debt, have been unproiitably 
expended, which is a most extravagant and wildly improbable 
supposition. If, however, the additions to the debt shall have 
added facilities simply capable of earning the interest on their 
cost, then there is no reason why the road should not earn the 
usual dividends. Such improvements, however, made as wisely 
as the Lake Shore has heretofore made improvements, have 
almost always earned much more than the interest on their 
cost. Itis hardly possible that there can be any considerable 
decrease of earnings now, for there was never more for the 
railroads to carry, and the absurdly low rates on west-bound 
freight have been in operation since July, and will not last 
much longer, probably. Indeed, the railroads whose traflic is 
chiefly in agricultural products have rarely had a better pros- 
pect for traffic before them, and if there is any considerable 





falling off in business anywhere we must look for it on mineral 
roads and in certain manufacturing districts. The Western 
farmers have large crops to sell, are receiving more than last 
year’s prices, and will be sure to buy freely when they get their 
money. This, and the large receipts from the cotton crop, 
must almost inevitably, it would seem, secure the full usual 
demand for the staples which farmers and planters use, and so 
set nearly all kinds of business going again with full activity. 








Taste in Station Grounds. 





We count ourselves and our readers fortunate in having the 
letter from Mr. H. W. 8. Cleveland, of Chicago, which an in- 
quiry concerning the best method of planting trees about sta- 
tions has called out. It is not necessary to introduce Mr. 
Cleveland to many of our readers; very interesting, suggest- 
ive and valuable paper on “Planting Forest Trees on the 
Prairies” was published in the Rarunoap Gazette of March 18 
and 25 and April 1, 1871 (pages 581 and 614 of vol. ii. and page 
12 of vol. iii). For those who do not know him, however, we 
may say that Mr. Cleveland is a landscape architect of many 
years’ successful practice, with an exceptional knowledge and 
love for trees, and the skill which comes from long practice, 
united with good taste, in adjusting plantations and structures. 
to the landscape. 

What he says in his letter (which is printed in another col- 
umn) concerning the need of trained talent in planting for the 
ornament of railroad grounds seems to us very appropriate and 
suggestive. There is a prevalent feeling among us all, we sup- 
pose, that an intimation that one may not know how to make 
grounds beautiful is a reflection on our taste, which to most 
men seems felt to be something similar to a reflection on their 
moral sense—something to be resented and not argued about. 
But though we ought to be willing to acknowledge that some 
have more taste than others, and therefore, probably, more 
than ourselves, we may put this question of the appreciation 
of the beautiful in landscape entirely to one side; for, as Mr. 
Cleveland says, the question here is the creation more than the 
appreciation of the beautiful, and in landscape the artist must 
have the knowledge to guide him as well asthe imagination to 
enable him to see the effects of his work, which will 
not be visible to the eye of fiesh for years. 
So the average man really does not know what he is doing 
when he plants. The manner of growth of the different trees 
and shrubs in different situations and on different soils must 
be known in order to calculate even approximately their effect 
when grown, and this is entirely distinct from the imagination 
able to create a beautiful landscape, which itself is distinct 
from and very much less common than the taste which can 
appreciate one. We expect most railroad travelers to be 
pleased with the beauty which may be found along the line, 
natural or cultivated, but we do not expect that more than one 
in ten thousand would be able to plan the landscape so as to 
secure such beauty. 

And this suggests that railroad companies are unusually well 
situated to command good taste in laying out their grounds and 
beautifying their lines. We can hardly expect the man who has 
a few acres of ground with a hideous cutting slashed through 
it to go to New York or Chicago and discover a man whose 
taste and experience fit him to hide its defects and develop its 
capacity for beauty. Buta railroad company has an immense 
estate which it has been compelied to disfigure, often most 
wofully, in the construction of its line, and which can be 
immensely improved, both in value and beauty, by judicious 
and tasteful planting. In those cases where any attempt is 
made at planting for economical purposes—and there have 
been many such cases, and doubtless will be more hereafter— 
doubtless money would be saved by employing an’expert, while 
the gain in beauty would be almost incalculable. And we be- 
lieve that beauty has claims on railroad corporations as well ag 
upon individuals. Hitherto it seems to have been assumed 
that there must be irreconcilable hostility between railroads 
and beauty of landscape. And the railroads have done much to 
justify such an assumption. Their cuts are frequently raw, 
gaping gashes on the face of nature, and their station grounds 
unseemly sores. About the latter the movement of business 
is usually so great as to prevent the mitigation of ugliness 
which nature strives to make through the growth of bushes, 
grass, moss and mould. Unspeakably dreary and ugly are 
many such stations, perhaps most, and where an attempt has 
been made to make buildings and fences neat and tasteful, the 
place is yet terribly dreary, as any one who has had occasion to 
wait frequently at stations need not be told. ‘ 

How much of this ugliness is inevitable we need not inquire. 
It is plain enough that much of it might be avoided and more 
concealed or mitigated by the art of the landscape architect, 
The picture which Mr. Cleveland presents of the slopes of cutg 
and embankments planted with evergreens and climbing vineg 
is a refreshing contrast to the ghastly, bare and barren-looking 
reality which is thrust before the eyes of travelers. 

For suburban stations especially it would seem that 
landscape art should be profitable as well as beautiful, 
On most American railroads these places are striving hard to 
grow, and the profits of the railroads depend largely on their 
succezs. Now in such a place not only do the station and sta- 
tion grounds make the first impression, as elsewhere, on the 
traveler, which is very important when you are trying to make 
him establish his home there, but it is, next to his own house 
and place of business, the place which the head of the family 
sees most of. These grounds, therefure, are a much more es- 
sential part of such a town than of the ordinary railroad town, 
where few of the inhabitants visit them every day. They are 
the place of commonest resort, where any beauty of buildings 
on grounds will be most seen and enjoyed. 

But, doubtless, most station agents, if they wait for their 
companies to employ professional skill to direct the laying out 
of their grounds may wait long enough for the trees to grow, 
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and they justly think that they may add some beauty and hide 
some ugliness by their efforts, even if they make many mis- 
tikes and miss the effect which professional skill might attain. 
To such we commend the few words of general direction and 
caution which Mr, Cleveland offers. 








Value and Bulk of Exports. 


The sources of traffic may be roughly reached by considering 
the relative values of the different articles of export. For the 
last fiscal year, ending June 30, the cotton and manufactures 
thereof exported amounted in value to $230,000,000, grain and 
flour to $95,000,000, pork and other hog products to $111,000,- 
000, tallow to $7,000,000, cheeso to $10,000,000, leaf tobacco to 
$23,000,000, oils to $48,000,000. The first is exclusively a 
Sonthern product; the tobacco the product of a belt two or 
three hundred miles wide in the latitude of Richmond and east 
of the Mississippi; the oils of Northwest Pennsylvania, and ali 
the others, except cheese—grain, flour, hog products and tal- 
low, with an aggregate value of $213,000,000—of the North- 
west, at least of that part of the country north of 
the Ohio and west of Pennsylvania, extending a 
little further west than the Missouri River. It is 
true that all these articles are produced east of the line 
indicated, but in that district very little is produced for export, 
while it furnishes the Northwest its greatest market for these 
same products. Of course values merely indicate the bulk of 
traffic, and in this the Southern products are most deceptive, 

eing most valuable in proportion to weight. There, at cur- 
rent prices, the $230,000,000 worth of cotton would weigh about 
700,000 tons, the $95,000,000 worth of grain 2,250,000 tons, the 
$118,000,000 worth of hog products and tallow 700,000 tons, the 
$10,000,000 worth of cheese 35,000 tons, the $23,000,000 of leaf 
tobacco 130,000 tons, and the $48,000,000 worth of oil 1,200,000 
tons. Thus the exports of Northern producis, valued at $279,- 
000,000, weighed about 4,185,000 tone, while the exports of 
Southern products (cotton and tobacco), valued at $253,000,000, 
weighed but about 830,000 tons. 

Exports, however, as we have insisted many times, but as 
many seem not to acknowledge, afford directly but a small 
share of the traffic of the country. Thus, while the total exports 
of these leading staples amounted to but about 5,000,000 tons, 
the Erie Railway alone in the year ending with September, 1872, 
moved a tenth more, the New York Central as much within a 
tenth, and the Pennsylvania (in the year 1872) one-half more, 
while the Philadelphia & Reading carried more than twice as 
much (11,000,000 tons), scarcely any of which was exported, 








The Farmers’ Convention. 





The convention of Northwestern farmers, which was held in 
Chicago last week did not succeed very well, eitner in present- 
ing grievances or suggesting remedies. It was simply assumed 
thatthere is great extortion in transportation, and no effuri 
was made to prove it. Mr. W. C. Flagg, whose speeches 
indicate a certain conscientiousness, give some general in- 
formation regarding transportation such as _ review 
articles supply, but most of all eagerness to secure 
cheaper transportation, made an address which would indicate 
taat he does not see how the desired end can be attained, but 
taat he hopes for it through State ownership and wishes to 
have that experiment tried in this country. The resolutions 
passed request Congress to establish maximum rates for 
f-eight and passenger transportation between States, and 
the Legislatures within the several States;  pro- 
tast against further subsidies to private corporations , 
demand the construction of railroads and water routes between 
the interior and the seaboard, to be owned by the General Goy- 
ernment; ask ‘four people” to patronize home manufactures 
in order to secure a market without transportation; charge 
** the people” to keep out of debt; assert that no industry can 
be protected by lawexcept at the expense of all other in- 
dustries ; and recommend the organization of farmers ‘for 
the purpose of reforming the great abuses and dealing out 
e ual justice to all men.” 

Resolutions were also.adopted which assert that Illinois farm- 
ers have now a remedy for extortion in the Illinois law ; recom- 
mending that the farmers’ associations furnish tho Railroad 
Commissioners information upon which prosecutions of railroad 
companies may be based, and recommend that the people of 
other States secure simular legislation. 

As suggestive as anything done by the convention, perhaps, 
was the passage of a resolution recommending the farmers of 
the Northwest not to sell their hogs this year for less than $5 
per hundred, quotations in Chicago at that time being $3.90 to 
$4.40. Whatis to be done with the animals in case the world 
wou’t pay $5 per hundred was not made known. 

The convention made provision for the appointment of a 
committee of five for the nation and one of three for each 
State and Territory ‘‘ whose duties shall be the pressing upon 
our Congress and respective legislatures the importance apd 
necessity of speedy and efficient legislation controlling railroad 
and other transportation companies.” Through these commit- 
tees, doubtless, if atall, the influence of the convention will 
be exerted. 








Record of New Railroad Construction. 





This number of the Rartroap Gazette has information of 
the laying of track on new railroads as follows : 

Rhinebeck & Connecticut.—Track is laid from the Hudson 
River at Rhinebeck, N. Y., northeastward 17 miles to Jackson 
Corners, N. ¥Y. Elizabethtown & Paducah.—Track has been 
laid on the Louisville Extension from Cecilia, Ky., northward 4 
miles. Galveston, Harrisburg & San Antonio.—Extended 
from Bordenville, Texas, westward 8 miles. Bingham Canon. 
—Track is laid on this road (of 3-feet gauge) from a junction 
with the Utah Southern, at Sandy,Utah, southwestward 10 miles. 


Ware River.—Extended from a point 32 miles northeast of Pal- 
mer, Mass., north 17 miles to a junction with the Cheshire Rail- 
road at Winchendon, Mass. Harlem River & Port Chester.— 
This road, now completed between Harlem River and New Ro- 
chelle, N. Y., is 2 miles longer than we have reported completed 
heretofore. 

This is a total of 58 miles of new railroad, making 2,9554 
miles completed in the United States in 1873. 








The Appointment of Cadet Engineers in the Navy. 





Some time ago we alluded ‘to the engineering branch of the 
Annapolis Naval Academy. In the article we showed that the 
Government fully appreciated what we have steadily advocated, 
i. e., a combination of theory and practice in mechanical engi- 
neering. The Navy Department shows that it understands the 
value of such a system of education for its engineer officers, by 
endeavoring to secure for admission to the school the best pos- 
sible talent. This is accomplished by a system of competitive 
examinations, where the cadets are selected with strict impar- 
tiality from those found most proficient. 

The advantages and popularity of such a method are obvious; 
for it opens the door of advancement and distinction to every 
deserving young man in the Republic, and makes the question 
of admission one of merit, fitness and physical soundness. 

As we have had some inquiries in regard to the mode of ap- 
plying for permission to be examined, we give below all the 
necessary information, and would say to those desiring to 
compete at the next annual examination, that the sooner they 
commence studying the better. 

The application for permission to be examined for appoint- 
ment as Cadet Engineer must be addressed to the Secretary of 
the Navy, and can be made by the candidate or any person for 
him. The candidate must not be less than seventeen, nor 
more than twenty-one yearsofage. The subjects on which he 
will be examined are stated as follows in the regulations for ad- 
mission : 

“The academic examination previous to appointment will be 
on the following subjects, namely: Aritimetic: the candidate 
will be examined in numeration and the addition, subtraction, 
multiplication and division of whole numbers, and of vulgar 
and decimal fractions; in reduction; in proportion, or rule of 
three, direct and inverse ; extraction of square and cube roots. 
In Algebra, (Bourdon’s), through equations of the first degree. 
In Geometry, (Davies’ Legendre), through Book I. Rudi- 
mentary Naturai Philosophy. Reading: he must read clearly 
and intelligibly from any English narrative work, as, for ex- 
ample, Bancroft’s History of the United States. In Writing 
and Spelling: he must write from dictation, in a legible hand, 
and 9 with correctness, both orally and in writing. In 
English Grammar and English Composiiion he will be exam- 
ined as to the parts of speech, the rules connected therewith, 
and the elementary construction of sentences, and will be re- 
quired to write such original paragraphs as will show that he 
has a proper knowledge of the subject. The candidate will 
also be required to exhibit a fair degree of proficiency in pencil- 
sketching, and to produce satisfactory evidence of mechanical 
aptitude. Candidates who possess greatest skill and experience 
in the practical knowledge of machinery, other qualifications 
being equal, shall have precedence for admission.” 


Below is a list of the successful candidates appointed for this 
year. Fifty were examined and the first fifteen selected: 
G. 8. Willetts, Pennsylvania; W. F. Worthington, Maryland; 
F. A. Bailey, New York ; B. F. Kelly, Maryland; W. 8S. Cath- 
cart, Pennsylvania; A. de Ruiz, Pennsylvania; J. M. White, 
Massachusetts; L. Olmstead, New York; G. H. T. Babbitt, 
Ohio; G. H. Claude, Maryland; Wm. Cowles, New York; H. 
H. Stivers, New York; T. F. Burgdorff, New Jersey; E. R. 
Freeman, Mississippi ; W. B. Dunning, New York. 








The Foreign Bond Market. 





We call particular attention to the letter from Mr. Broekman, 
of Amsterdam, Holland, which appears in another column. 
Probably few Americans are aware to how great an extent the 
Dutch -are interested in our railroads, probably, as Mr. 
Broekman says, fully as much as Americans themselves 
in proportion to population. And this shows very clear- 
ly how strongly their people are interested in the success 
of our railroad system and the integrity of its management. 
Every American is interested in seeing that the obligations to 
these and other European holders of our securities be promptly 
and strictly fulfilled, for on them, to a great extent, the future 
development of the resources of the conntry depends, and 
consequently our future prosperity. The failures, already too 
numerous, have had a discouraging effect whose results have 
been evident for a year past; and doubtless a few more 
would nearly put an end, for along time to come, to any further 
investments in American securities by the people of these dis- 
tant nations, who can learn only indirectly and imperfectly the 
resources and prospects of these corporations whose creditors 
they become. 








Errata. 





In an article entitled “Long Island Traffic,” which we pub- 
lished last week, the Long Island Railroad was said to extend 
from ‘‘Hunter’s Point to Green Point.” Green Point is just 
across a creek from Hunter’s Point, and this description would 
make the road but a few rods long. Greenport should have 
been printed, it being the extreme eastern end of Long Island 
on its northern side. 

We may also say here that in the same sentence Port Jeffer- 
son is printed Post Jefferson. 








Distribution of Master Mechanics’ Report. 





The sixth annual report of the Master Mechanics’ Association 
(for the convention held last spring) is now published and 
ready for general distribution. Members of the society will re- 
ceive copies directly, and those whose address has been 
changed are asked to notify the Secretary of the Association, 
Mr. J. H. Setchel, at Cin¢inuati, in order that there may be no 








mistakes in mailing it. Other railroad officers who desire 


copies can obtain them by forwarding their requests to Mr. 
Setchel. 








Ratsine. TREES For Tres is casually discussed by Mr. H. W. 
S. Cleveland in his essay on “Forest Planting on the Great - 
Plains,” which is published in his book entitled “Landscape 
Architecture.” He estimates that on 43 acres of land, ina 
period of twenty years, and at a total expense of $672 for trees 
and cultivation, larches enough could be raised to make at 
least 21,750 ties, one-third of which might be cut in fifteen years 
from the time of planting. This product would be just about 
enough to supply ties for eight miles of railroad, and as the 
ties would need to be renewed about three times in that period, 
we would need 129 acres of tree plantation to provide for 
the maintenance of every eight miles of road, or sixteen acres 
per mile. This would be equivalent to a belt of tree plantation 
eight rods wide, everywhere parallel to the railroad. The 
planting of trees for such purposes is recommended especially 
to railroad companies owning great tracts of land on the plains, 
and by reckoning interest at 10 per cent. on the money expended 
the cost of ties in the tree is found to be less than ten cents 
each. Where land has a value, the interest on that must be 
counted too, of course, and that also at 10 per cent., would 
amount to 0.6 cent. per tie for every dollar the land cost or was 
worth when the planting began. But even where the land was 
worth $30 per acre, this would add but 18 cents to the costof 
the tie, while the firewood left after taking out the tie would 
doubtless bring more than the cost of cutting. And larches 
may be raised on the bleakest and most infertile hills, so that 
in well-peopled old States, where farm land is dear, land for 
larch plantations might be had for a small amount. Since ties 
are necessary materials for daily consumption and are becom- 
ing more scarce and costly year by year, it is possible that the 
railroad companies might do well to begin to raise their own. 








TRAIN AccIDENTS IN GREAT Brirarn, as reported by the 
Board of Trade, are compared by The Engineer with our record 
of American train accidents in an article which we copied last 
week. In Great Britain during the year 1872, according to the 
carefully prepared statistics of the Board of Trade, 19 passen- 
gers and 42 employees were killed and 1,233 passengers and 
214 employees injured by accidents to trains, making a total of 
61 killed and 1,447 injured by such accidents, which are the 
only ones reported in our monthly record. Last week we re- 
ported for the twelve months ending September 3846 persons 
killed and 1,381 injured. , Our mileage is something more than 
four times that of Great Britain, but the train movement, 
though greater, cannot bein the same proportion, nor even 
the passenger movement. Itis quite impossible to compare 
the traffics, however, for there are no statistics whatever re- 
garding it for most of our States. Doubtless our report is very 
much more imperfect than that of the British Government ; 
but we probably note nearly all the deaths and most of the 
serious injuries. It is noticeable that our report shows nearly 
six times as many killed by train accidents asin Great Britain, 
though not quite so many injured ; so for some reason our ac- 
cidents seem to be more deadly than those on English railroads. 
Indeed, a single accident within the past yearin this country 
killed nearly as many passengers as were killed by all the Eng- 
lish accidents in the year 1872, 








A New Styx or Coupon Tickets is proposed in a commu- 
nication published in another column from Mr. J. A, Kings- 
bury, General Freight and Ticket Agent of the Marietta & 
Pittsburgh Railroad. We heartily second his invitation ofa 
discussion of this plan in these columns. We beg leave to inti- 
mate that there has been very little discussion of passenger 
business in these columns (or elsewhere in print in this coun- 
try), though passenger men very generally are readers of our 
paper. And we also incline to the opinion that there is scarcely 
any department of railroad bnsiness in which there areso many 
opportunities for experiment, discussion and perhaps reform. 
Passenger traffic is capable of development to a much greater 
extent than fréight. The coal raised or corn produced usually 
makes but one journey per year. People make more—one or 
several hundred, according to circumstances and the tempta- 
tions offered them. The business of passenger agents and 
their companies is to lead men into this particular temptation, 
and we showed some weeks ago, in an article translated from 
a German publication, the various plans practiced on English 
and some Continental railroads to promote this kind of traffic. 
Methods of doing business, as well as devices for increasing it, 
are of course legitimate and profitable subjects for discussion. 








Tae DecREASE IN Inon Imports might not be so significant 
were it accompanied by a similar decrease in other imports. 
But, though there has been a considerable decrease in the 
total imports, the decrease in iron has been very much greater, 
being for bar iron 65 per cent., for railroad iron 59 per cent., 
and for wrought and cast iron 32 per cent. for the eight 
months ending with August last. These imports, doubtless, 
have been discouraged by the falling off in railroad construc- 
tion, which was little more than half as much for those eight 
months in 1873 as tor the corresponding period in 1872. But 
this does not account for the entire decrease, which was doubt- 
less owing largely to an increase in domestic production, which 
itself had been encouraged by the extraordinary prices and pro- 
fits of 1872. 








THe NaTIoNAL Boarp or TrapE was in session in Chicago 
at the same time with the Farmers’ Convention, and also 
discussed resolutions concerning transportation. If the mem- 
bers could not fix very definitely what measures are necessary 
to secure cheaper transportation, they were much more ready 
than the farmers to see the inefficiency of most of the plans 





proposed. Improvement of water routes seemed the most pop - 
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ular, but all or nearly all resolutions introduced met consider- 
able opposition. 








RAILROAD STOCKHOLDERS seem not to bein such disfavor in 
Mexico as in some parts of thiscountry. A Mr. Alcalde has in- 
troduced into the Mexican Congress a law which makes every 
citizen between 18 and 45 years of age liable to military duty, 
and to be drafted into the army; but among the classes ex- 
cepted are all persons owning one or more shareg in a national 
railroad. With such a law and a war threatening, Mexico ought 
to be able to get all the railroads it wants. 








Mai Routes were established during the year covered by 
the Postmaster General’s report to be submitted at the next 
session ot Congress on 2,393 miles of railroad, which- must be 
considerably less than the mileage of new railroads opened for 
traffic during that period. Buta railroad is not always made 
a mail route as soon as it is completed, as indeed may be seen 
by our news columns this week, where we report mail service 
just ordered on a railroad which was completed last December. 








NEW PUBLICATIONS. 





Proportions of Pins used in Bridges. 
C. E. (New York: D. Van Nostrand.) 

The substance of this publication was originally presented in 
a paper read before the American Society of Civil Engineers. 
It was afterward extended and published in Van Nostrand’s 
Engineering Magazine, and now appears as one of Van Nos- 
trand’s “‘ Science Series”—a little book. 

The author makes a serious attempt to solve practical prob- 
lems in a purely theoretical manner He shows that he is not 
only familiar with the theory of elasticity in its more ordinary 
aspects, but also in its more delicate and higher forms. He 
has unlimited confidence in the theory of elasticity as applied 
tc this or to any similar case ; for, says he, ‘‘a pinis nothing 
but a beam, and since a great variety of experiments made on 
beams prove that within the limits of elasticity the theory 
adopted is not less correct than of the law of gravitation to the 
movements of the planets.” (Page 21.) Thelaw here referred 
to doubtless is, that the elongations or compressions of an elas- 
tic body are directly proportional to the straining forces. If 
this is the law referred to, we have only to say that we sup- 
posed that most experimenters found peculiar freaks in the 
law, and that a theoretical limit of elasticity could 
not bo assigned. In some cases the elongations 
were proportionately greater for small strains than for those 
ordinarily used in practice ; and in many cases the law was s0 
irregular that no definite law could be assigned. See, for in- 
stance, the results of experiments made by Hodgkinson, in 
England, and Wade and Rodman in this country, and also the 
very delicate experiments made upon the material of the Illi- 
nois & St. Louis Bridge. Wedonot intend to question the 
practicability of the law, but we had not before supposed that 
it was positively as exact as the law of the inverse squares. 

Indeed, it appears to us that we should not expect to find that 
the law of perfect elasticity was rigidly exact when it applied to 
materials in construction, since they are not perfectly homoge- 
neous. The law of perfect elasticity, however, does give prac- 
tically correct results when kept within the so-called limit of 
elasticity, and so far as the problem before us is concerned, the 
preceding remarks have very litile force. 

Mr. Bender’s article is the first attempt, so far as we know, 
to determine the dimensions of a pin in accordance with the 
theory of perfect elasticity. The analytical part is thorough 
and comprehensive, and it is no objection to it that it involves 
higher mathematics than is taught in most of our schools. 
If the subject demands it we can say nought against it. 

Shall we consider the problem solved? We have held that in 
all cases where the forces which tend to destroy a structure are 
necessarily complex and the parts concerned involve conditions 
which have never been subjected to experiment, the safer way is 
to experiment first ; or, if we analyze ‘first, we should subject 
our results to an experiment before practical men use them. 
The cases are too numerous of failures on account of following 
theories in untried cases. The fault was not with the theory 
as used, but on account of the omission of importaut elements 
in the theoretical consideration of the problem. A perfect 
theory which will involve all the elements of the problem must 
necessarily lead to a correct result, and although we can to-day 
solve problems in regard to beams which could not be fully 
solved a few years since, yet any one familiar with the “ history 
of the resistance of materials” knows that theory and experi- 
ment struggled together, each aiding the other step by step 
until we have reached our present knowledge. The main ques- 
tion with us now is: Are the conditions which have been as- 
sumed in Mr. Bender’s paper so unquestionable as to force us 
to the conclusion that the problem is satisfactorily solved, and 
hence that all further experiments are needless ? Mr. Bender 
is so much more of a master of the theory than we pretend to 
be, that we can do but little more than call attention to such 
points as attracted our attention in the perusal of the paper. 

In establishing the fundamental equation, it is assumed that 
the transverse shearing stress is uniformly distributed 
over the transverse section (page 6). Those who do 
not understand the theory of transverse shearing in 
bent beams may think that this hypothesis ig sufficiently 
evident in all cases; but Mr. Bender shows in a very concise 
way (page 27) that in the case of flexure the shearing strain is 
greatest at the neutral axis, and nothing at the surface. In- 
deed, he makes the general statement (page 24) that “‘The 
theory of flexure teaches that the shearing strain is not uni- 
formly distributed over the cross section.” He considers the 
pin in a state of flexure, but assumes that the transverse 
shearing is uniformly distributed over the cross section. 

In order that the transverse shearing should be uniformly 
distributed, the pin must fit the’bearings (page 5), and yet in 
practice the play in the pin-hole usually exceeds 1-64 of an inch 


By Charles Bender, 


(page 15). In order, therefore, that the law of strains shall be 
definitely known, who shall determine how little play is al- 
lowable in order that the pin shall be considered as practically 
fitting; and, when it has a play, who shall determine how 
much play in order that the law of strains shall be that of 
a beam under flexure ? 

The author evidently recognizes these difficulties, for 
he states (page 15) that “for simplicity it is well to assume 
that this pressure is uniformly distributed over the diameter 
of the pin, until at least the effect of the ‘play’ in the hole has 
been directly determined bya large number of eXperiments 
upon impact.” The assumption is then made for simplicity. 
Again (page 6) he says ‘‘The pressure of a pin with play first 
will be concentrated at a point, but under the load a set will 
take place and the pressure be more uniformly distributed 
over the diameter. The law of this distribution is very com- 
plex.” “The importance of the least practicable play in the 
pin-hole is evident.” 

We thus see that itis difficult to determine just what law 
should be assumed in any practical case; and although the 
assumption made by the author may be not only tho most 
simple, but also the nearest correct, yet those who look upon 
such problems from a practical standpoint, and are not able 
to follow the analytical reasoning, may distrust the results 
when they learn that such slight mod‘fications lead to such 
difforent hypotheses. 

But in regard to the analysis we are not quite clear. Assum_ 
ing that the pressure is uniformly distributed over the cross 
section. 

Let Ax = the pressure per square inch. 

Let D = the diameter of the circles, and 

Let E = the cofficient of elasticity. 

Then will the depression of the lower half of the pin be 
dAy 


This is doubtless true for a unit of width at the center 


A; but how is it fora strip at B, where the depth is not 4 


It is true that in the analysis no distor- 
tion of the pin is assumed ; still when 
the pin fits the hole it is evident that 
the nomininal pressure at A exceeds 
that at B, and it does not appear quite 
evident on account of the variable com- 
pressive strains on the bearing surface 
of the semi-circumference that the for- 
mula given for the depression is sufii- 
ciently exact, although here we know 
that as soon as there is perceptible compression there will be 
a distortion of the angles. 

Our difficulties are mainly in establishing the fundamental 
equation. After that is determined, the analysis takes its 
natural course. 

After finding, as he does for the example assumed, that the 
maximum pressure is 12,115 lbs., we might ask how this is to 
be modified (if at all) by the tension on the upper side of the 
pin due to flexure. 

In the investigation thus far the effect of ithe eye-bar has 
been neglected. If the pin fits the hole in the eye-bar, will 
not tke eye-bar tend to prevent flexure, and thus modify the 
strains? 

But we will not follow this further. We admit that our 
course is a pulling-down process without offering a substitute. 
We cannot, however, leave the subject without saying that we 
supposed that the chief object of the English experimenters 
was to find the proper proportions of the eye-bar. The pin 
could easily be made strong enough, but the eye yielded 
sooner than the bar, and it was found that the pin (especially 
when large) should be unnecessarily strong in order to give 
the proper proportions about the eye when compared with the 
bar; and, although experiments, when carried to ultimate 
strength, might fail to give the proper proportfons for great 
durability, they at least seem to indicate the weakest part of the 
eye, and thus indicate in what direction the correction should 
be made. 








Workshop Receipts for the use of Manufacturers, Mechanics 
and Scientific Amateurs.. By Ernest Spon. (E. & F. N. Spon, 
London and New York. ) 

The title of this work hardly does it justice, as it is not only 
a book of receipts, in the usual sense of that word, but it con- 
tains descriptions of some processes which are more of the na- 
ture of brief treatises. For example, eight pages are devoted to 
processes referring to mechanical drawing. Forty-two pages 
are devoted to photography, and sixteen pages to “ gilding.” 

A review of such a book isy of course, almost an impossibility 
in any space and time which is available for the purpose. The 
subjects treated of are: receipts for mechanical draftsmen, for 
alloys, casting and founding ; bronzes and bronzing ; cements 
dyeing ; glass cutting, twisting, drilling, darkening, bending, 
staining and painting; pottery and porcelain; glass; varnishes, 
japans and polishes ; pigments and painting in oils, in water 
colors, ag well as fresco, house, transparency, sign and carriage 
painting; lathing and plastering; ;aper-hanging; fire-work 
making ; engraving and etching; electro-metallurgy ; phcto- 
graphy; inks; silvering, gilding; solders; soap; candles; 
veneering ; marble-working and dyeing, graining and stain- 
ing wood. 

The receipts and description of different processes seem to be 
selected with great care, and are presented in very clear lan- 
guage and type, and the book undoubtedly will be very valu- 
able for reference to. engineers, mechanics, and, in fact, almost 
any person. 








—At a meeting of the stockholders of the Cincinnati, San- 
dusky & Cleveland Railroad Company in Sandusky, O., October 
15, resoiutions were passed removing Mr. Rush R. Sloane from 
his position as President and a director of the company. The 
resolutions assert that Mr. Sloane has been unfaithful to his 
duty as an officer of the company, and that his longer continu- 








ance in office would be detrimental to its interests. 
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ELECTIONS AND APPOINTMENTS. 








—Mr. Robert L. Chamberlain, of Cleveland, O., has been 


chosen Vice-President of the Lake Shore & Tuscarawas Valley 
Railroad Company. 


—Mr. Charles Desmond, formerly agent of the Great West- 
ern Railway at Windsor, Ont., has been appointed Superintend- 
ent of the Grand River Valley Division of the Michigan Cen- 
tral Railroad, in place of C. B. Bush, recently appointed Agsist- 
ant Superintendent of the Jackson, Lansing & Saginaw. 


—The Grand Island & Niobrara Railroad Company was organ- 
ized at Omaha, Neb., October 14, by the election of the follow- 
ing directors: J. W. Savage, Dewitt C. Sutphen, D. H. Pratt, 
Silas A. Strickland, Omaha, Neb.; Jesse T. Green, E. W. Ar- 
nold, Grand Island, Neb.; C. F. Johnson, of Pennsylvania. 
The directors elected officers as follows: President, Silas A. 
Strickland ; Vice-President, E. W. Arnold; Secretary, D. H. 
Pratt; Treasurer, Dewitt C. Sutphen ; General Superintendent, 
Jesse T. Green. 


—At the annual meeting of the Vermont & Canada Railroad 
Company at White River Junction, Vt., October 16, 13,905 
shares of stock were represented, and the following board of 
directors were elected, the vote being unanimous for all but 
one of them, and nearly so in his case: Bradley Barlow, Romeo 
H. Hoyt, Edward A. Sowles, St. Albans, Vt.; Francis A. Brooks, 
Samuel! Wells, Dr. James R. Nichols, Boston; J. N. A. Gris- 
wold, Newport, R. I. ‘The new board contains three new mem- 
bers and is supposed to be united in opposition to the Vermont 
Central interest. The board organized by re-electing F. A. 
Brooks, President, and electing Alfred G. Saftord, of St. Albans, 
Vt., Clerk and Treasurer, in place of J. W. Newton. 

—Hon. Thomas B. Whitehead, of Norfolk, Va., has been 
elected a director of the Atlantic, Mississippi & Ohio Railroad 
Company, in place of Col. Taomas G. Corprew, deceased. 

—Mr. 8. M. Miller has been appointed General Ticket Agent 
of the International & Great Northern Railroad, in place of 
Charles Macabe, resi red. His office is at Houston, Texas. 

—Mr. A. B. Stickney has been appointed Superintendent of 
the St. Paul, Stillwater & Taylor’s Falls Railroad, iu place of Mr. 
J. F. Lincoln, who has resigned on account of press of business 
on the St. Paul & Sioux City road, of which he is Supermtendent 
also. Mr. Joel May has been appointed Train Master on the 
St. Paul, Stillwater & Taylor’s Falls road, iu place of Frank 
Wiliiams, resigned. 

—The first board of directors of the St. Louis Connecting 
Railroad & Warehouse Company is a3 follows: George Bain, 
E, O. Stanard, 8. G. Sears, James Baker, P. G. Gerhart, W. H. 
Maurice, W.M. Samuel, William Taussig, J. J. Mitchell, 
Charles Speck, A. Pierce, Jr., Thomas Allen, Napoleon Maulli- 
ken. The board has organized by electing the. following offi- 
cers: President, George Bain; Vice-President, Napoleon Mul- 
liken ; Treasurer, W. H. Maurice; Secretary, C. A. Barwise. 

—The first board of directors of the Kansas & Missouri Min- 
eral Railway Company is as follows: A. G. Blakey, William H. 
Myers, Pleasant Hill, Mo.; J. H. Nash, Austin, Mo.; C. G. 
Waite, J. W. Heylman, Fort Scott, Kan. 

—The directors of the new Milwaukee & St. “Louis Air Line 
Railroad Company have organized by the election of the fol- 
lowing officers: President, Joshua Stark, Milwaukee; Vice- 
President, T. D. Brewster, Peru, Ill.; Secretary, G. W. Par- 
sons, Milwaukee ; Treasurer, John Biack, Milwaukee; Attor- 
ney, Uharles Kellogg ; Executive Committee, Joshua Stark, T. 
D. Brewster, R. W. Pierce, J. H. Johnson, G. W. Burham. It 
is understood that Mr. John F. Merrill will be Chief Engineer. 
The time for the annual meeting has been fixed at January 1. 


—The purchasers of the Brunswick & Aibany Railroad at the 
recent sale have appointed Col. ©. L. Schlatter, long Chief En- 
gineer, General Superintendent of the road. Mr. George L. 
Cook, late Superintendent, remains on the road as Assistant 
Superintendent. 


—At the annual moins of the Hennibal & Naples Railroad 
Company in Springfield, Lil., October 9, the following board of 
directors was elected: John D. Doling, Josiah Hunt, Hannibal, 
Mo. ; C. L. Higbee, Pittsfield, Ill. ; C. M. Smith, Springtield, 
[il. ; George Cecil, Logansport, Ind.; J. N. Drummond, Toledo, 
O.; Azariah Boody, A. B. Baylis, A. M. White, New York. The 
road is leased to the Toledo, Wabash & Western. 


—Mr. T. 8S. Ingram, of Fort Wayne, Ind., has been chosen 
First Grand Engineer ot the Brotherhood of Locomotive En- 
gineers. Atthe recent convention in Philadelphia this posi- 
tion was made a salaried one, and its occupant required to re- 
side in Cleveland, O., as an assistant to the Grand Chief En- 
gineer. 

—The present officers of the St. Louis & Now Orleans Air 
Line Railroad Company are as follows: President, L. C. Ganse ; 
Vice-President, E. Bancroft ; Secretary, John Love. The ad- 
dress of the company is at Davali’s Bluff, Arkansas. 


—Mr. David Holz has been appointed ‘‘ Supervisor of Rolling 
Stock” of the Erie Railway with headquarters at Jersey City. 
His duties will be those of General Master Car-Builder of ihe 
whole line, and he will have charge of all matters pertaining tv 
cars, including all the car repair shops of the road, Mr. Holz 
is from the Baltimore & Ohio Railroad, where he began his 
career in 1856 as errand boy in the office of the Master of Ma- 
chinery. By industry, energy and hard sludy he has earned 
the position which he now fills. 





PERSONAL. 








—Dr.W.S. Streator, President of the Lake Shore & Tuscarawas 
Valley Railroad Company, is about to remove to Ca!ifornia for 
a time for the benefit of his health. . 

—Mr. Samuel Fry. of Lawrence, Kan., a we!l-known railroad 
contractor, died October 19, at Columbus, Tex., where he was 
engaged in superintending the execution of a contract on the 
Galveston, Harrisburg & San Antonio. 

—Mr. William G. Lapham, Superintendent of the Middle 
Division of the New York Central & Hudson River Railroad, 
died at kis house in Syracuse on the 25th of October, in the 
fifty-seventh year of his age. He was engaged as a civil engi- 
neer in the construction of the old Auburn & Rochester Rail- 
road and of the Eimira & Canandaigua Railroad, and was Super- 
intendent of the latter for several years. He had been in his 
position on the Middle Division of the Central for twelve years, 
and served as such during the administration of Dean RB 


ich- 
mond, Henry Keep and Cornelius Vanderbilt. He was buried 
last Tuesday. 


—Mr. W. G. Lapham, Superintendent of the Middle Division 
of the New York Central & Hudson River road, died October 
25, at his residence in Syracuse. Mr. Lapham had been sick 
for some time. He wasa graduate of the Rensselaer Polytech- 
nic Institute at Troy, and had charge, as Chief Engineer, of 
the building of the old Auburn & Rochester road. He was 
afterward Chief Engineer and then Superintendent of the 
Canandaigua,.& Elmira and Canandaigua & Niagara Falls roads. 
He had held his position on the New York Central since 1861. 

—Mr. George 8. Reddington, formerly Superintendent of the 
Delaware Divisiou'of the Erie Railway, has become proprietor 
of the Delaware House at Port Jervis, N. Y. The charges of 
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embezzlement brought against him by the company have been 
a bandoned. 

—Mr. Cyrus Wakefield, long a director and the largest stock- 
holder in the Boston & Maine Railroad Company, died suddenly 
in Boston, October 26. He was alsoa direc tor in the Fitchburg 
and the Nashua, Acton & Boston companies. 

—Mr. Oliver Hill, formerly President of the Portsmouth, 
Great Falls & Conway Railroad Company, died in Berwick, Me., 
October 26. 





TRAFFIC AND EARNINGS, 





—During the first nine months of 1873, the steamers of the 
Pacific Mail Gompany’s Panama line brought to San Francisco 
17,621 tons of freight, against 23,809 tons for the same time in 
1872, a decrease of 6,188 tons, or 26 percent. Of the freight 
brought in 1873, 7,613 tons was from New York, 7,078 tons from 
Europe, the remainder being from South Americ:, Central 
America and Mexico. During the first nine months of the year 
the steamers of the China line brought 20,967 tons of freight, 
azainst 18,705 tons in the same time in 1872, an increase of 2,- 
262 tons, or 12} per cent. 

—The through freight sent eastward from San Francisco over 
the Central Pacific Railroad for the eight months ending Au- 
gust 31, 1873, amounted to 19,591 tons, or 1,959 ear-loads. The 
principal items were : wool, 9,594 tons; tea, 3,210 tons; fish, 
1,394 tons ; coffee, 1,075 tons. The shipments of wool formed 
nearly one half of all the through freight. : 

—The earnings of the Great Western Railway of Canada for 
the week ending October 3 were : 1873, £31,324; 1872, £25,088 ; 
increase, £6,246, or 245 per cent. 

—The earnings of the Grand Trunk Railway of Canada for 
the week ending October 4 were : 1873, £23,300; 1872, £41,700 ; 
decrease, £18,400, or 44} percent. During the week traflic was 
partially suspended, on account of the change of the gauge 
from Montreal to Sarnia. 

—The earnings of the Erie Railway for the second week in 
October were : 1373, $505,454; 1872, $471,169 ; increase, $34,285, 
or 73 per cent. 

—The earnings of the Denver & Rio Grande Railway (main 
line, 118 miles) for the second week in October were: passen- 
gers, $3,260.25; freight, $4,571.82 ; mails, $123; express and mis- 
cellaneous, $78.75 ; total, $8,033.82 ; 1872, total, $7,250.60 ; in- 
erease, $783.22, or 10} per cent. For the week in 1873 $123 was 
from government business. In 1872 the earnings included 
$663.40 for contractors’ freight. 

—The earnings of the Pennsylvania Railroad for the month 
ofSeptember were : 1873, $2,468,076 ; 1872, $2,070,425 ; increase, 
$397,651, or 19] per cent. For the nine months ending Septem- 
ber 30 the earnings were : 1873, $18,720,807 ; 1872, $16,219,056 ; 
ynerease, $2,501,751, or 15 7-16 per cent. 

—Tbe number of freight cars passing Mifflin Station, on the 
Middle Division of the Pennsylvania Railroad, east and west, 
during the 20 days ending October 20 was as follows : 1873, 52,- 
541; 1872, 40,462; increase, 12,079 cars, or 293 per cent. The 
greatest number passing on one day in 1873 was 3,246 cars on the 
3d. The average number per day was 2,627. 
ma—The earnings of the Chicago & Northwestern Railway for 
the third week in October were : 1873, $331,409 ; 1872, $321,921 ; 
increase, $9,488, or 3 per cent. 

—The earnings and expenses of the Northern Central Railway 
for the nine months ending September 30, are reported as fol- 
wo 0 Re 

bvaee 3,753,605 256 2 ¢ 97.37 154% 
—— 8. OOS Ta 2% ~=—- 2,567,502 20 =: 219.239 07 8% 


Net earnings... $966,864 26 $688,726 09 $278,138 27 4034 

The expenses were 74] per cent. of gross earnings in 1873, 

and 78} per cent. in 1872. The gross earnings were $10,514 per 
mile in 1873, and $9,121 per mile in 1872. 

—The earnings of the Chicago, Danville & Vincennes Rail- 
ycad for the third week in October were: 1873, $21,114 ; 1872, 
$14,826 ; increase, $6,288, or 423 per cent. 

—tThe Receiver of the Southern Minnesota Railroad reports 
that the earnings and expenses of that road for the period of 
six months and seven days from November 23, 1872, to May 31, 
1873, were as follows : 








Earnings ($1,516 per mile). .....----....20eeeeeeeee eee een e eee 256,226 
Expenses RN repre askin canna aend atanansoaee 220/307 
Net earnivgs ($213 per mile)....------.....--0- .ee------ $35,918 


For the month of June the earnings’ were: 1873, $80,010 ; 
1872, $57,656 ; increase, $22,353, or 38g per cent. 
The earnings for July, 1873, are reported to be $75,500. 








OLD AND NEW ROADS. 


Grand Junction. en Sey 

he surveying parties are at work on this line, which is to 
aaa packig~. Hhmg Il., nearly duo eastward through Mount 
Sterling to Beardstown, and thence east by north to Mason 
City. Theline will be about 95 miles long. 


Payments of Railroad Coupons. 

The following payments of interest will be made November 
1, On the consolidated mortgage of the New Jersey Midland ; 
Voledo, Wabash & Western bonds; Denver & Rio Grande bonds; 
St. Louis & Iron Mountain second mortgage; Sioux City & St. 
Paul first mortgoge, at the Metropolitan National Bank in New 
York ; Ohio & Mississipi sinking fund bonds, at the company’s 
office, No. 261 Broadway, New York. 


Southern Minnesota. 

Mr. Charles MclIirath, Receiver of this road, has submitted to 
the trustees of the first mortgage, Messrs. 8S. B. Ruggles and 
A. P. Man, a report of the operations of the road from the 
+ime of his taking possession up to May 31, 1873, a period of 
six months and seven days. During that time the gross earn- 
ings were $256,226 ($1,516 per mile), and the expenses $220,307 
(86 per cent. of the earnings), leaving net earnings of $35,919. 
The Receiver says : ; 

‘In general terms, it can be well said that we worked all 
‘winter at an uvusual disadvantage. Our rolling stock was ina 
deplorable condition, particularly after the strike. It was im- 

ossible to procure first-class engineers or mechanics 

uring the winter months, and we had to get along 
the best we could with used-up engines and incompetent men. 
This, together with the severity of the winter and the 
increased supplies necessary for the running of the road, 
after it had been run with the least possible outlay for several 
months, accounts for the additional increase of expenses as 
shown in the statements. There isa natural increase in the 
expenses of a management paying its way to one running in 
debt. Reveals the withdrawal of rebate and advance 
in rates by the Milwaukee & St Paul Railway Company, and the 
unusual winter, the road has earned a great deal more money 
than ever before in the same time. The money has been ju- 
dicously expended on the road where it was most needed, and 
where it will produce the best results hereafter.” 

In presenting the report the trustees remark, after com- 
menting favorably on the report: = = _ . 

‘With regard to the net earnings, it will be readily. under- 


been required, by order of the Court, to discharge the previous 
pay-roll of about $40,000, and nearly $10,000 of arrear taxes to 
the State, besides making the repairs and paying the other 
charges mentioned in the letter of Mr. Holley. * * * * 
‘*As inquiries are frequently made in regard to the proposed 
bridge at La Crosse, we take pleasurein saying that the ar- 
rangements for its construction are considered to be complete, 
and we hope to see the bridge itself completed in less than a 
year from the present time. 

‘**Tt is known to many of the bondholders that a proposition 
was made last spring by outside parties looking to the comple- 
tion of the road westward to a connection with the Sioux City 
Railroad, and to the assumption, on their part, of the future 
ownership®f the road, subject to its present bonded indebted- 
ness, upon condition that the bondholders would fund their 
coupons up to April next, inclusive, in corresponding bonds 
upon the extension of the road. Inquiries are frequently made 
whether this proposition is still pending. It has not been with- 
drawn, but has been in abeyance during our efforts to arrange 
for the construction of the bridge. The present season, how- 
ever, is unfavorable for consummatiug such an arrangement ; 
beside, a number of the parties referred to are in Europe ; but 
the trustees still hope that the proposition will be renewed in 
no less acceptable shape before the end of the present season ; 
and, in such case, they will not fail to present it promptly to 
the bondholders.” 

A petition has been filed in the United States District Court 
for Minnesota on behalf of Danforth & Arnold, creditors of the 
company, to have the company thrown into bankruptcy. It is 
charged that the company is insolvent, and that it has dis- 
posed of all its property not in the hands of the Receiver. It is 
alleged thatC. W. Thompson, President of the company, and 
other parties, who have organized a company called the South- 
ern Minnesota Railroad Company, Bridge Division, have caused 
to be transferred to that organization the charter for building 
a bridge over the Mississippi at La Crosse without considera- 
tion. This proceeding, it is alleged, is intended to defraud the 
creditors. It is also charged that other charters for branch 
lines have been fraudulently transferred to C. W. Thompson. 

On the part of the company it is charged that these bank- 
ruptcy proceedings are begun at the instigation of the Mil- 
waukee & St. Paul Company with the intention of preventing 
the building of the La Crosse Bridge. 


Railroads in the New Jersey Constitutional Commisssion. 
Among the amendments adopted by the Constitutional Com- 
mission new in sesion in New Jersey, are articles prohibiting 
the granting of special charters to railroad or other corpora- 
tions, and prohibiting any county, city or township from sub- 
scribing to the.stock of any railroad corporation or from loan- 
ing its credit in any manner to any railroad, or from using any 
funds raised by taxation for such a purpose. The work of the 
commission is only advisory, and the amendments adopted by 
it must be passed on by the Legislature before they are sub- 
mitted to the people. 


Chesapeake & Ohio. 


It has been rumored that the interest due November 1 would 
not be paid. No definite statement has been made by the com- 
pany, but it has been admitted by officers of the company that 
the coupons might not be paid. Itis said that there is now 
under consideration a proposition to be made to the bondhold- 
ers and other creditors, that the floating debt and several of 
the future coupons should be funded in an issue of income 
bonds. The floating debt is said to be about $3,000,000, and the 
amount of bonds issued is $15,000,000. 


Memphis Branch. 


The Rome (Ga.) Commercial of recent date says: ‘‘ The first 
iron was laid on the track of the Memphis Branch Railroad 
(narrow gauge) yesterday, from the bridge over the Oostan- 
aula to the rolling mill, about a quarter of amile. If the 
money panic does not become too oppressive, in the course of 
thirty or forty days twenty miles of the Memphis Branch will 
be in running order.” 


Ontario & Quebec. 


Work is to be commenced near Peterboro, Ont., shortly, in 
order to save the bonus voted by the county of Peterboro. An 
effort is to Lo made to secure aid trom the Government of On- 
tario. The road is to extend from Carleton Place, Ont., the 
junction of the Canada Central and Brockville & Ottawa roads, 
southwest to Toronto. It will be about 200 miles long, and 
will form, with the Canada Central,a very direct line to To- 
ronto. 


Burlington, Cedar Rapids & Minnesota. 
Two new locomotives and 100 freight cars have been added to 
the equipment of the road recently. 


Illinois & St. Louis Bridge. 

A number of citizens of St. Louis having addressed a me- 
morial to the President, asking that he would recall the Secre- 
tary of War’s approval of the engineers’ report on the bridge, 
an answer was returned stating that all that has been approved 
by the Secretary amounts simply to the reference of the whole 
matter to Congress. 

The tunnel which forms part of the western approach is pro- 
gressing rapidly. It will be 4,000 feet long, with a walled open 
cut 900 feet long at one end. The arches of the tunnel are 14 
feet span, and it is 17 feet high in the center. Tho tunnel is 
double. The foundation walls, of stone, are six feet and the 
centre wall three feet thick. The arches are of brick. 


Vermont & Massachusetts. 


The directors of this and the Fitchburg companies have been 
inspecting the road with reference to the proposed consolida- 
tion of the two companies. 


Missouri, Kansas & Texas. 

The great span of the bridge over the Missouri River at Boon- 
ville, Mio., was successfully swungOctober 25. It is thought 
that the bridge will be completed by January 1, 1874, the time 
specified in the contract. About 50 cars per day are now ferried 
over the river at Boonville. 


International Bridge. 


The first train of cars passed over the new International 
Bridge across the Niagara River at Buffalo, October 27. There 


was no formal opening. The bridge will be opened for traffic 
in a few days. 


Texas & Pacific, 


The report, published a short time since, that this company 
had negotiated $44,000,000 of its bonds in London has been con- 
tradicted. It is now stated, on the word of Mr. Thomas A. 
Scott himself, that no bonds were negotiated, but that arrange- 
ments have been made for the funds necessary to provide for 
the continuance of the work according tothe requirements of 
the charters from the United States and the State of Texas. 


St. Louis Connecting Railroad & Warehouse Company. 

The organization of this company has been completed and 
its certificate of incorporation was filed with the Secretary of 
State of Missouri, October 22. The company proposes to build 
a double track railroad in St. Louis extending along the levee in 
frontof the city and connecting the Kansas City & Northern road 
on the north and the St.Louis & Iron Mountain on the south with 
the western end of the tunnel spproach to the bridge. There 
is also to be a line from the levee to the depot of the Missouri 
Pacific and Atlantic & Pacific roads. The whole length of road 





gtood that the Receiver has found occasion to use them, having 


a double row ot warehouses alongside of the railroad where it ig 
to pass through the center of the blocks from Seventh street 
to the levee. The capital stock is $3,000,000. Among the cor- 
porators are representatives of all the roads entering‘St. Louis 
from west of the Missouri. 


Montpelier & Barre. 
This road is to be built immediately, provided the town of 
Barre will contribute $55,000 of the cost, the Central Vermont 


Company furnishing the rest. It will be six miles long, from 
Montpelier, Vt., southeast to Barre. 


Harlem River & Portchester. 

The track of this road is now all laid, and the only work re- 

maining to be completed is the bridge over Pelham Bay. The 
center pier of that bridge is nearly rebuilt, and the draw will 
shortly be replaced in position. The road will probably be for- 
mally opened about November 15. 
The road is 12j miles long and extends from the Harlem River, 
opposite the head of Second avenue, New York, northeast to a 
junction with the New York, New Haven & Hartford road at 
New Rochelle. The road is substantially built and has a double 
track laid with steel rails. It has cost nearly $2,000,000. 

The road is leased and will be operated by the New York, 
New Haven & Hartford Company and will be known as the Har- 
lem Branch. Negotiations are going on with one of the Har- 
lem steamboat lines for the transportation of passengers and 
freight from the Harlem River terminus to the lower partjf New 
York city. 

The stations on the road are: Harlem River, Port Morris, 
Hunt’s Point, West Farms, Westchester, Baychester, Pelham 
Manor and New Rochelle. 


Grand Island & Niobrara. 


This company was organized at Omaha, Neb., October 14. 
Books for subscription to the stock have been opened, and a 
considerable amount has been taken. 


Montreal & Oity of Ottawa Junction. 
The electors of Ottawa City, on the 16th of October, by a ma- 
jority of about 300, ratified the by-law granting a bonus of 
$100,000 in aid of this road. Of this sum $75,000 is to be ap- 
plied to the grading of the road-bed and $25,000 tothe pur- 
— of depot grounds and construction of workshops at 
awa. 
The last monthly report of the engineer shows an average of 
over 30 miles graded, being the most difficult and expensive 
osition between Ottawa City and Coteau Station, on the Grand 
Trunk Railway. Also the masonry of bridges, culverts, cattle 
guards of about 20 miles, and 10 miles of fencing completed. 

By the completion of this road, Ottawa City, the capital of 
the Dominion, will bs 117 miles distant from Montreal, being 
a ot 47 miles from the present rail route via Pres- 
cott. 

Both grade and _ curvature are exceptionably favorable from 
Ottawa to the St. Lawrence, in no portion exceeding 30 feet per 
mile, and two degrees, respectively. The route of the road 
is a trifle south of east from Ottawa to the St. Lawrence at or 
near Coteau Landing, whichis just above Grand Island, just 
below Lake St. Francis, and 37 miles above Montreal by ‘tho 
Grand Trunk. 


Union Pacific, 


Application bas been made to the United States Circuit Court 
at Des Moines, Iowa, on behalf of the city ot Council Bluffs for 
an alternative writ of mandamus to compel the Union Pacific 
Company to make the eastern terminus of its road at Council 
Bluffs instead of Omaha. 

Oakes Ames, one of the trustees under the first-mortgage in- 
denture of the road of this company, having deceased, and the 
survivng trustee and the corporation having failed to unite in 
the appointment of a suc:essor, a meeting of the bondholders 
under the mortgage, for the purpose of filling such vacancy, 
wili be ‘held at room No. 35 Drexel Building, corner of Wall and 
Broad streets, New York, on Wednesday, December 3, 1873, at: 
noon. 


Oentral Branch, Union Pacific. 


This company has given notice that application will be made 
to the New York Supreme Court, November 8, for a confirma- 
tion of the appoinjment of Richard H. Brown and Benjamin 
C. Wetmore as trustees of the first mortgage in place of John 
E. Williams, resigned, and Benjamin W. Bonney, deceased. 

Application was made last April before Judge Barrett, of New 
York, by counsel for Samuel L. Treadwell, to compel an ac- 
counting of the profits of the contract for building the Central 
Branch, Union Pacific Railroad. A motion is now before the 
court for a commission to take important testimony of witnesses 
residing out of the State. The suit will come off at the De- 
cember term, and the railroad company have issued a circular 
to the holders of the first-mortgage bonds of the company. The 
circular is as follows : 

“The board of directors have determined to ask the holders 
of the first-mortgage bonds to fund the first seven coupons 
maturing subsequent to the ist of Novembor. For this pur- 
pose a series of bonds, called coupon bonds, have been pre- 
pared, numbering from one to 1,600, and therefore correspond- 
ing in number to the first-mortgage bonds. These bonds will 
be for the following amounts each : 

NG NI ON 6.0.5 senwinesdvnasieatebesskckinetnes: «ane $210 00 
Interest on said coupons, from date of maturity to Novem 
ber 1, 1876, at six per cent., geld........c0....ccccese coccce 18 90 


belo iaccewadrintaates Mics sacushtunhiameinctedei eae $228 90 
And from and after November 1, 1876, will bear interest at six 

per — with coupons attached, principal and interest payable 

in gold.” 

New Orleans & Vera Oruz, 


The first of November steamships of the Alexandre line 
begin to make regular trips between New Orleans and Vera 
Cruz, The voyage occupies three days, and a fourth will 
bring the traveler to the city of Mexico, which is thus just 
about as near in time to New York and Chicago as is San Fran- 
cisco, and as the country is exceptionally interesting and the 
climate delicious at all seasons, it would seem that considerable 
pleasure travel might be attracted in that direction, 


Railroads in Mexico. 


From the fortnightly review of the Trait d’ Union, of October 
15, we translate ; “It is to be expected that Congress will now 
take up the other great questions which are pending, the most 
pressing of which is certainly that relating to material improve- 
ments, and, first of all, the railroad question. On motion of a. 
deputy, the Chamber has already approved a proposition to set 
aside the sessions on Tuesdays and Fridays for the discussion 
of this important question; but, notwithstanding this good 
will, we do not believe that a serious result will be reached 
during the present legislative period. In face of the existing 
state of affairs, of the other urgent questions which also deserve 
the attention of the fathers of the country, and perhaps of the 
opposition, which will delay the solution which is waited for, 
the scheme of establishing a railroad from Mexico to the Pacific 
will be put off again this time. The old Rosecrans project has 
turned up again; that of Mr. Plumb, which has the greatest 
chance of success, is still living, and a third has just been 
introduced by a company which calls itself Mexican, 
although among its members there are several foreign 
names, and which purposes to effect the work by 
the aid of Mexican capital. Illusion, pure illusion! To 
close the chronicle of the railroads—of the future—the charter 





will be about 15 miles. The company also intends to build 





granted for the construction of a line from Puébla to Mata- 
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ired, the incorporators not having | ing ‘north by west to Clayton, on the St. Lawrence, from which 
on ee = x place connection will be made by ferry with the Grand Trunk 
he Two Republics of October 5 summarizes the new prop- | at Kingston, Ont. . 
osition of the ‘ Union Contract voy oy formerly represent- | Dividends, 


deposited the security required by the terms of the charter.” 


ed by General Rosecrans and now by Mr. James Sullivan. It 
now Offers to construct its lines of the standard gauge, to fur- 


nish its organization in four months from the time of receiving. dividend of $2 per share, rayable November 3. Transier books 


the contract, to complete lines to the Pacific and to the Rio 
Grande within eight years, to complete 93 miles of road before 
receiving any subsidy, and to accept $8,000 per kilometer ($13,- 
000 per mile) as subsidy; it offers to deposit $200,000 within three 
months of the granting of the concession as security for the 
execution of the contract. In nearly all these part culars this 
company seems to have made a somewhat lower bid than the 
International Company, whose contract is now pending. The 
former, as we have indicated heretofore, is made up of Phila- 
delphia capitalists chiefly ; the latter of New York capitalists ; 
and there are many very wealthy and honoralle men in each. 
Probably, however, they are not quite so ready to enter upon 
a great undertaking at this time as they were two months ago. 


Great Southern. 

The contract for the construction of this road requires that 
work shall be commenced both in Georgia and Florida before 
December 1. After the completion of the section from Jesup, 
Ga., south to Jacksonville, Fla., it is proposed to extend the 
road southward from Jacksonville through the eastern section 
of the Florida peninsula. 


Chester & Lenoir. 

Caldwell County, N. C., has voted to subscribe $60,000 in aid 
of the construction of this road. The road is to extend from 
Lenoir, N. C., southward about 95 miles to Chester, 8. C., the 
junction of the Charlotte, Columbia & Augusta and King’s 
Yosatale railroads. 


Springfield & Northwestern. ; 

This road is now graded and tied to the terminus at Spring- 
field, Ill. The track was laid some weeks since from Havana 
to Cantrall, about 11 miles north of Springfield. 


New Orleans,. Mobile & Texas. 

A petition was filed in the Superior Court at New Orleans, 
October 15, by the State of Louisiana for an injunction to re- 
strain the Auditor and Treasurer of the State trom paying the 
interest on the company’s second mortgage bonds guaranteed 
by the State. The grounds on which the injunction is asked 
for are that the act authorizing the guarantee ge that 40 
miles of the Texas line should he completed by January 18, 
1871, and that the road should be opened to the Sabine River 
by January 18, 1873. These conditions—the latter at least— 
have not been complied with by the com pany. 


Anderson, Lebanon & St. Louis. 

A correspondent informs us that the grading of the section 
from Anderson, Ind., westward to the Madison County line, 11 
miles, has been —— and accepted by the company. Only 
a few days more work is required to complete a section of eight 
milesin Hamilton County, when the road from Anderson to 
Noblesville, 19 miles, will be ready for the ties. The company 
is now getting out ties for this section. Another section is be- 
ing graded at Lebanon, in Boone County. No further grading 
will be commenced this fall. There has been some delay in 
paying the September estimates, but work is still progressing. 
Peach Bottom. 

The grading of 26 miles of this narrow-gauge road is com- 
plete, including a heavy rock cut at Bangor, Pa. The cost 
of the 26 miles was $71,777, or about $2,760 per mile. 


New York & Oswego Midland. 

The bridge on the New Jersey Midiand at Stockholm, N. J. 
which was destroyed by a freshet, has been repaired an 
through trains are rupning again as usual. 

It is reported that the Delaware & Hudson Canal Company, 
which guaranteed the lease of the Rome & Clinton road to the 
Midland, is about to take possession of that road, as it is en- 
titled to do by the terms of the lease in case of violation of its 
provisions by the Midland. 


Philadelphia & Reading.! 


The company offered in London, October 22, through a firm 
of bankers, the new gold loan of $10,000,000 authorized by the 
company. The mortgage bonds are dated October 1, 1873, and 
are to run 24 years. They are protected by a sinking fund of 
two per cent. per annum, cumulative in character. President 
Gowen explains the position of the company in a circn- 
lar letter accompanying the invitation for subscrip- 
tions, and states that the traffic requires increased 
carrying facilities, and in addition there are new coal 
mines to be opened for a greater supply of coal. In ad- 
dition, the scarcity of vessels has created a necessity for an ad- 
dition to the company’s fleet of iron screw colliers for the ship- 
ping trade at Port Richmond, which amounts to 2,500,000 tons 
perannum. For these several purposes it is estimated $10,- 
000,000 will be required. The present net revenue of the com- 
— he represents to be equal to the interest and sinking 
fund upon the loan herein announced and on the existing debt, 
while continuing the usual annual dividend of 10 per cent. 


Union Pacific. 


It is stated that all necessary preparations for the coming 
winter have heen made. The track has been raised in many 

laces from one to seven feet above the former level. Snow 
fences have been put up at all exposed points, and every pre- 
caution taken which past experience suggested. It is thought 
that all serious detention from snow can be avoided. 

The Land Department makes the following financial report 
up to September 30: 
Total issue of land-grant bonds................000 cesses $10,400,000 
Bonds canceled by Land Department............ $1,415,000 
Bonds canceled by trustees...... un bakaeremink 352,09 


50 
-+——— 1,767,000 


Land-grant bonds outstanding ..............ccceeeee $8,633,000 
The amount of the principal of land notes on hand Septem- 
ber 30, 1873, was $1,881,189.03. 


Pennsylvania—New York Division. : 

It is stated that work on the new Bergen cut has been sus- 
pended and the men discharged. 
_ Work on the new shops west of the Hackensack is progress- 
ing slowly, the torce having been reduced. 


Davenport & St. Paul. 


4. new proposition has been made for the adjustment of the 
troubles between this tompany and the city of Daveuport, Ia. 
It is now proposed to carry the road down to the river and 
build along the river bank down to the business portion of the 
city, the road thus taking up no portion of the city streéts. An 
offer has been made to grade this line for $23,000. No definite 


action has been taken on the proposition, but the Board of | i8 Dot known what further steps, if any, will be taken in the 


Trade appointed a committee to submit it to the City Council. 
Boston, New York & Chicago. 
A preliminary rere has been effected of a company by 
ject of this company is to construct a line 
of road from New York to Boonville, which is 35 miles north of 
Utica, on the Utica & Biack Riverroad. Another line is to be 
built from the western end of the Hoosac Tunnel to Boonville, 
From that place one branch is to extend westward to a connec: 


The United States Express Company announces a quarterly 


will be opened November 5. 

The Toledo, Wabash & Western will pay the usual half-yearly 
dividend of 3} per cent. on the preferred stock November 1. 
Transfer books closed October 28, and will be reopened Novem- 
ber 8. Payments will be made at the office of the company, 
which is now at No. 13 William street, New York. The amount 
of preferred stock is $1,000,000. : 

The Lawrence Railroad Company, of Massachusetts, has de- 
clared the usual semi-annual dividend. 

The Concord Railroad Company has declared a dividend of 5 
per cent., payable November 3. 


St. Louis, Salem & Little Rock. 

This line, which was completed two or three months ago 
from its junction with the Atlantic & Pacific Railroad at Cuba, 
Mo., south to Salem, passes through country for the most 
part hilly, rocky, covered with a scanty growth of timber, and 
unfertile, except in the narrow valleys of the streams. It has 
many valuable deposits of iron ore, however, many of which 
are owned by the persons who have built the road, and thus 
early the ore shipments are said to average 26 car-loads daily, 
which go to furnaces at St. James and Carondelet, Mo., and 
Terre Haute, Ind. The ores are chiefly specular and haema- 
tite, and some of them are of fine quality eud in great demand. 


San Joaquin & Tulare. 

The Chief Engineer has made his report of the preliminary 
surveys for this projected narrow-gauge road. Two lines have 
been surveyed, the firet or eastern route being 175.8 miles 
long, from Stockton, Cal., to Visalia, with a maximum grade of 
52.8 feet per mile ——_ and aa average grade of 20.87 
feet, the greatest height above tide water being 460 feet. On 
this line 20,570 feet of bridging will be required, and the esti- 
mated cost of the road is $1,973,167, or $11,223 per mile. The 
second or western line is 164 miles long, from Stockton to 
Visalia, the greatest height above tide water reached being 373 
feet. Themaximum grade ascending south by this line is 47.52 
feet tothe mile and ascending north 31.68 feet, the average 
grade being 11.04 feet, and 23,582 teet of bridging will be re- 
quired. The ¢«stimated cost of this route is $1,877,449, or 
$11,448 per mile. d 

No decision has yet been made on the adoption of either 
line. The Lagislature is to be asked to authorize the counties 
to make subscriptions to the capital stock of the company. The 
capital stock is now fixed at $500,000, and subscriptions to the 
amount of $188,000 have been made, of which 10 per cent. has 
been paid in. 

Atlantic & Pacific. 

Work is slowly progressing on the grading of this road 
through the Soledad Pass in Southern California. The reason 
given for this work is that it will require a long time to con- 
struct this section, and it is desired to complete it by the time 
the line from the East reaches that point. A further 
reason doubtless is a desire to prevent the occupation of the 
pass by any other oompany. 


Philadelphia & Reading. 

The compavy has ordered a suspension of 20 per cent. of the 
men employed in its extensive shops at Reading, Pa. None of 
the men will be discharged, but every man will be one week 
out of work in every five. 


Santa Cruz. 


Several lines are being surveyed for this projected road from 
Watsonville, Cal., to Santa Cruz. 


St. Paul, Stillwater & Taylor's Falls. 

Ata special meeting of the stockholders in St. Paul, Minn., 
October 20, it was voted to ratify the purchase of the South 
Stillwater Branch. This is a short spur of about two miles and 
connects the large miils below Stillwater with the road. 


Holiand & Saugatuck. 
A considerable amount has been subscribed for this road, and 
it is thought that work will be commenced next season. The 
road will be about 12 miles long, from Holiand, Mich., south- 
west to Saugatuck, on Lake Michigan, at the mouth of the 
Kalamazoo River. 


Qarolina Central. 

Trains en the Eastern Division are now running regularly to 
Wadesboro, N. C., 135 miles west by north from Wilmington. 
Work on the grading from Wadesboro to Monroe is being 
pushed forward as rapidly as possible. 


Revere Beach. 


It is proposed to build a new branch line from Everett Sta- 
tion, Mass., on the Saugus Branch of the Eastern Railroad, 
eastward through Everett and Revere to Revere Beach. The 
line has been surveyed and steps taken to procure subscrip- 
tions. The road would be about four miles long, ard it is pro- 
posed to extend it hereafter along the beach to Lynn. 


Brunswick & Albany. 


The road has been formally transferred, by order of the 
Court, to Mr. C. de Neufville as the represeniative of the Ger- 
man bondholders who purchased it at the recent sale. The 
running of trains continues as usual. The road has been placed 
in charge of Col. C. L. Schlatter, formerly its Chief Engineer. 
A new company is to be organized by the purchasers, in which 
all the first-mortgage bondholders are to be asked to become 
stockholders. As soon as the new organization is completed, 
steps will be taken to increase the equipment and to extend the 
road west of Albany, according to the original intention. 
Michigan Air Line. 

The annual meeting was held in Jackson, Mich., October 15. 
The report of the directors was received and read. A commit- 
tee of stockholders made two reports, a part of the committee 
saying that the whole amount of stock now on the books was 
$827,000, of which only $274,000, or much less than a quorum, was 
present; it was also stated that of this amount about $130.000 


be legally voted on. The rest of the committee reported that 
$274,000 was more than a quorum of the legally issued stock, 
and that the assigned certificates could be voted on. A lon 
discussion followed, at the close of which the meeting adjourne 


junction was obtained to restrain Osborne, Ewer & Oo., from 
voting on the assigned certificates, and when the meeting re- 
assembled, after some discussion, it was adjourned sine die. 
No election was had, and the old board, which made the lease 
to the Michigan Central Company, consequently holds over. It 


suit brought to break the lease. 


New Jersey Southern. 

It is now stated that the Baltimore & Ohio Company owns no 
interest in the New Jersey Southern, and that the latter road 
has not, as reported, passed under the control of the former. 
Nevertheless, there has been some negotiation between the 
companies as to the use of the New Jersey Southern as a freight 
jine from Baltimore to New York.. It is stated that the Balti- 





lion with the Lake Ontario Shore road, another branch extend- 


transfer barges from Baltimore to the Chesapeake terminus of 


the road as soon as the line across Delaware was completed. 

It is stated that the company is seriously embarrassed, a 
large debt having been incurred by the construction of the 
Delaware line. It is reported that Jay Gould, the late Presi- 
dent, has a claim of $600,000 against the company. Suit has 
been commenced by Mr. P. P. Shaw, one of the directors, to 
recover a loau of $70,000 made some time since. 2 
The Narragansett Steamship Company, which farnished the 
steamboats for the line from New York to Sandy Hook, has 
withdrawn its boats from the line. The depot in New York has 
been removed from Pier 28 to Pier 8, North River, at the foot 
of Rector street. 


Michigan Central. : 
The passenger station, eating-house and wood-shed at Niles, 
Mich., were destroyed by fire on the night of October 13, caus- 
ing a loss of about $10,000. 


Lehigh Valley. 


The company has discharged some two hundred men from 
the Packerton (Pa.) shops. Orders have been given to stop 
all new work in all the shops as faras possible. Only that 
which is absolutely necessary will be completed and nothing 
new will be commenced. 


Concord & Claremont. 

By the term of the consolidation of the Contoocook River 
and Sugar River companies with the Concord & Claremont, 
the stockholders receive an amount of stock of the consoli- 
dated company equal to that of their stock in the old com- 
panies. The annual meeting for the election of officers for 
pe ~~ company was to have been held in Concord, N. H., Oc- 
tober 31. 


Delaware, Lackawanna & Western—Morris & Essex 
Division. 

It is stated that plans have been prepared for a spur or branch 
to leave the Boonton Branch in South Paterson and run into 
the business portion of Patersou, the depot to be located on 
Main street, close to the site of the old Paterson & Hudson 
River depot and not far from the present Erie depot. {t is 
almost certain that such a branch will be built, but it is most 
probable thatit will not be completed uutil the new Bergen 
tunnel.is open. The company is bound, we believe, not to run 
into Paterson or enter into active competition for Paterson busi- 
ness as long as its trains use the Erie tunnel. 


Boston & Albany. 


The men in the Springfield shops are now working only eight 
hours per day, and wages have been cut down 20 per cent. The 
shops are said to be full of work. 


Talladega, Nashville & Montgomery. 

Books for subscription to the stock have been opened at Tal- 
ladega, Ala. The road which the company intends to build 
will extend from Montgomery, Ala., northward through Wet- 
umpka and Talladega to Gadsden, and thence northwest 
through Guntersville t. a connection with the Nashville & 
Chattanooga at Decherd or Tullahoma, Tenn. The road will 
be about 225 miles long. 


Indianapolis, Gincinnati & Lafayette. 

The City Council of Indianapolis has passed an ordinance 
authorizing this company to fillin the canal and lay a double 
track thereon from Louisiana to Market street in that city, and 
also to lay a second track on its present line /rom Market to 
North street. The new tracks must not interfere with the 
grade of the streets as established, and the company is re- 


= to build and maintain a four-feet sewer in the old canal 
ed. 


Easton & Amboy. 


Work on this roadhas been temporarily suspended, except at 
the Pattenburg tunnel. It is thought that the work on the 
grading will not be resumed before spring, as it will be easy to 
complete the whole of it before the tunnel is ready. 


Little Rock & Fort Smith. 


A letter from the Secretary of the company furnishes some 
statements of the present condition of the road. Tue letter 
was addressed to a committee appointed to inquire into the 
cause of the delay in resuming work on the line. 

The road is now in the hands of the Sheriff of Pulaski Coun- 
ty, Ark., who seized it some months since under attachments 
in favor of Pearce, Stacy & Yorston, sub-contractors under 
Warren, Fisher & Co. The State of Arkansas has sequestered 
the net earnings for non-payment of interest on the State-aid 
bonds, and these net earnings are now paid over to a Receiver 
appointed by the State Treasurer. Warren, Fisher & Co., the 
original contractors, built the line from Little Rock to Point 
Remove, 543 miles, and then went into bankruptcy. It is al- 
leged that they received $9,400,000 in State-aid bonds, land- 
grant bonds, first-mortage bonds and other securities, and that 
they left many unpaid claims from sub-contractors and for ties 
and otker supplies. The means for building the 46 miles from 
Point Remove to Clarksville were furnished by some of the 
stockholders and bondholders in Boston. It is thought to be 
impossible to raise means to complete the road to Fort Smith, 
as the road is already saddled with a debt so large that it can- 
not possibly earn the interest upon it. 


South Branch. 
The location of the extension from Flemington, N. J., to the 
Delaware has been completed. Suflicient stock has been sub- 


scribed to secure the organization of a company uoder the 
general law to build the extension. 


South Mountain & Boston. 

Tne location of the road has been changed so that the road 
will cross the Delaware near the mouth of Shampocussing 
Creek, and will pass through Hainesburg. This location brings 
the Delaware crossing some two miles above the original line. 


Philadelphia & Erie. 


Ata meeting of the Railroad Committee of the Philadel- 
phia Common Council, officers of this company were present 
and offered to give the committee every possible facility to ex- 
amine the management of the road by the lessees. It was re- 


was in certificates assigned to Osborne, Ewers & Co., but not omy ley ow A four experts, one on behalf of the Council, 
transferred upon the books, and which consequently could not 


adelphia & Erie, one for the Pennsylvania Rail!- 
road Company and one for the stockholders of the Philadelphia 
& Erie. These experts are to make an examination of the ac- 
counts since the lease of the road to the Pennsylvania Railroad 
Company. 


till the next day. During the adjournment, however an in- | New York Central & Hudson River. 


This company has not decreased its force, but has made 
already the usual decrease of 10 per cent. for winter wages. 
The work on the third and fourth tracks is to be continued, ex- 
cept so far as the winter prevents. At this date there is graded 
and ready for the iron about 250 miles, between Albany and Buf- 
falo, and by the 10th of the month the company expects to have 
from 75 to 100 miles of new track laid with steel rails, which will 
greatly facilitate the movement of trains. 

In common with other roads, there has been a great reduc- 
tion in shipments of west-bound freights, but in the other di- 
rection the movement is very heavy, and very little if at all 
affected by the panic, 

The Schenectady Slar of Oatober 25 says; The New York 
Cantral & Hudeon River pay-car left Syracuse at 4:08 a'clock 





more & Ohio Company had agreed to run a lino of steamors and 


yesterday afternoon and arrived in this city at 8:08 o’clock lag 
evening, making the distance—147} miles—in four hours, in 
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eluding a stoppage of ten minutes at Utica to change engines, 
and eight minutes at Little Falls. The distance from Little 
Falls to St. Johnsville, 93 miles, was run injseven minutes.” 

Extensive improvements are being made by the company at 
Little Falls, N. ¥. A new round-house is nearly completed, 
and plans have been prepared for two large repair shops and 
another round-house. A new road-bed for the main tracks is 
being graded along the banks of the Mohawk, and the road- 
bed across Skinner's Flat is being widened. The company 
is widening the river and using the earth so obtained for filling 
in across the flat. ’ aalaed 

The United States Supreme Court has just given its judg- 
ment in the case of Lockwood against the New York Central. 
Lockwood shipped cattle over the road from Buffalo to West 
Albany for a reduction in price, himself assuming certain risks 
and traveling by the same train, to look after his stock, upon 
an agreement that he did so at his own risk of oe injuries 
from any cause. On the way the train stopped on an up grade, 
and it being reported to Lockwood that some of his cattle had 
been thrown down by the jerking of the train made by attempts 
to start, he got off to look after them, and in so doing fell into 
an opening under the track and was severely injured. On the 
first trial In the United States Circuit Court for the Southern 
District of New York he recovered damages, but the company 
appealed and carried the case to the Supreme Court. That 
court now affirms the judgment, and directs the payment of 
interest until paid, at the usual rates in such cases in New 
York, sustaining the rulings below that the contract made by 
the defendant and the pass issued to him were no impediments 
in the way of recovery if he was not guilty of neglect of ordi- 
nary care and prudence which contributed to his injury, and 
that there was no such negligence on his part in leaving the 
car and proceeding to look after his cattle in the manner stated 
as would debar recovery. 


Chicago & Atlantic. 

A telegram from London, October 15, announced the negotia ~ 
tion of $7,000,000 of the company’s bonds. It is reported that 
this will insure continuance of work on the road. 


New Brunswick, Jamesburg & South Jersey. 

It is proposed to organize a company to build a railroad from 
New Brunswick, N. J., nearly due south through Jamesburg to 
Whiting’s, the junction of the Pemberton Branch of the New 
Jersey Southern with the main line and also with the Tucker- 
ton Railroad. The line would be about 40 miies long. 


Gloversville & Northville. ieee esaatiaiaids 

Grading is being rapidly pushed on this road. Tt will form 
an poner a of the Fonda, Johnstown & Gloversville road, from 
the latter place northward to Northville, N. Y. 


Boston, Barre & Gardner. 

The Massachusetts Railroad Commissioners have decided not 
to allow this road to cross the Cheshire Railroad at grade in 
Winchendon, Mass. This decision will ona wad delay for some 
time the opening of the extension to Winchendon, unless ar- 
rangements can be made to use the Cheshire tracks into that 
place. 


Ware River. 

In this case, as in that of the Boston, Barre & Gardner, the 
Massachusetts Railroad Commissioners have decided not to 
allow the tracks to cross the Cheshire road in Winchendon at 
grade. This will necessitate considerable change in the track. 
Some bridges have already been built, and a turn-table and a 
long fill partly completed north of the Cheshire track. 

Tracklaying is completed on the extension northward from 
Gilbertville, as far as the crossing of .the Cheshire road in Win- 
cherdon. The extension is 33 milea long, making the whole 
length of the road from Palmer to Wiuchendon, 49 miles. 


Bingham Ganon. 

Iron has been laid from_ the junction with the Utah Southern 
at Sandy for 10 miles southwest. Tracklaying is still progress- 
ing. More iron for the roadisonthe way. The road is of 
three-feet gauge. 


Utah Northern. , 


On the extension southward from the present terminus at 
Brigham Junction to Ogden work is progressing rapidly. The 
bridge over Ogden River is completed and tracklaying will soon 
be commenced. 


Cairo & Fulton. 

The grading and bridging of the 18 miles from Fulton, Ark., 
to Texarkana are completed, and the iron will be put down as 
soon as it arrives. The rails for this section have already been 
shipped from Pittsburgh. 


Kansas & Missouri Mineral. 


Articles of association of the Kansas & Missouri Mineral Rail- 
way Company have been filed with the Secretary of State of 
Missouri. The road is to extend from Springfield, Mo., north- 
west by way of Greenfield and Carbon Center to the Kansas 
line in Bates County. It will be about 120 miles long and the 
capital stock is to be $2,000,000. 


New Mail Routes. 
Mail service on the following new lines and extensions of old 
i menced October 19 : 
“on ‘the Grand Rapids and Indiana Railroad from Walton, 
Mich., to ‘Mraverse City, 26} miles. , 

On the Chicago & Pacific Railroad from Chicago to Elgin, 36 
ae Milwaukee, Lake Shore & Western Railroad from Mii- 
waukee to Two Rivers, 84 miles ; and from Manitowoc to Ap- 
pleton, 43 miles. 

Mail service, to commence November 1, has been ordered 
over the Utah Northern Railroad from Corinne, Utah, to Frank- 
lin, 574 miles. 


Rhinebeck & Connecticut. 

The grading of the whole line from Rhinebeck, N. Y., north- 
east to Boston Corners, 36 miles, is completed. The track is 
laid from Rhinebeck to Jackson Corners, 17 miles, and work is 
progressing steadily. The river terminus of the road is oppo- 
site the Delaware & Hudson Canal Company's coal depot at 
Rondont, and at Boston Corners connection is made with the 
Poughkeepsie & Eastern road, over whose track trains will run 
to the Connecticut Western at the State line. 


Elizabethtown & Paducah. xy 

Alarge force is at work grading the extension from Cecilia 
Station, Ky., northward to Louisville. The iron has been laid 
forfour miles northward from Cecilia. 


Chicago, Pekin & Southwestern. 

On the 24th, Judge Blodgett, of the United States District 
Court at Chicago, decided a case in which was involved the 
validity of bonds issued by the townof Rea ing, Livingston 
County, Ill., to the “Chicago & Plainfield Company,” whose 
name was afterward changed to ‘‘ Chicago, Pekin & Southwest- 
ern.” It was charged, among other things, that the necessary 
preliminaries to a vote of bonds were not had, that the road 
was not completed at the time agreed upon, and that the name 
of the road was changed severai times, and that the bonds were 
issued to a different road from the one to which#they were 
voted. The court heid that a change of name was nota change 
of the thing; also that the pleas failed to disclose that the acts 
preliminary to the issue of the bonds—the petition, notice of 
election, and the election—were essentially informal or invalid ; 





and that the facts disclosed in the pleas showed-uapon their 


face that all the steps necessary to the issue of the bonds had 
been properly taken. . 


Pittsburgh, Wheeling & Kentucky. 

The grading is finished from the junction with Pittsburgh, 
Cincinnati & St. Louis road to Wheeling, West Va. The dis- 
tance is about 20 miles, and the road follows nearly the course 
of the Ohio River. The road-bed will be turned over to the 
Pennsylvania Company November 1, that company having 
agreed to lay the rails and operate the road. 


Galveston, Harrisburg & San Antonio. 

The track on the extension from Columbus, Texas, to San 

Antonio has been laid four miles beyond Jackson, and 17 miles 
westward from Columbus. Work on the bridge over the Col- 
orado is progressing. 
The company has withdrawn the proposition made to Gal- 
veston County a short time since, under which the county was 
asked to vote $250,000 in bonds in aid of the road. No election 
on the question will consequently be held. The reasons for 
the withdrawal are not stated. 


Pennsylvania. 


The stockholders are notified that the fourth installment of 
25 per cent. on the allotment of new stock of 1872 will be due 
and payable at the company’s office in Philadelphia between 
November 1 and 28, and also at the same time and place an in- 
stallment of 25 per cent. on the ‘allotment of new stock of 1873. 
The company will also receive the remaining installment of 25 
per cent. from those who wish to pay in full. 

Erie. 

‘The company is erecting seven new oil tanks at Weehawken, 
and will have there, it is claimed, greater capacity for storing 
oil than exists at any other railroad terminus in the country. 


Milwaukee & St. Paul. 


This company has reduced the rates on grain one to two 
cents per hundred from stations on the Northern Division. 

The grading is completed for about 20 miles of the second 

track between Lackawaxen and Hancock on the Delaware 
Division. 
The draw of the bridge over the Passaic on the Newark 
Branch, which was originally too narrow to allow the passage 
of sleeping coaches, has been rebuilt. The track west of the 
bridge is being relocated and the position of the passenger 
house and freight yard in Newark changed. The new freight 
yaid is located at the foot of a steep hill, requiring a large 
amount of excavation to grade it for the side-tracks and 
making it very difficult of access for loaded teams. There is a 
considerable freight traffic over the. Newark Branch, but the 
passenger business is very light, being. smaller now than when 
the line was first opened in August, 1872. 


The Oawood Swage Block Cases. 

In the case of Samuel H. Turrill against the Illinois Central 
and other companies for infringement on the Cawood Swage 
Block patent, the amended report of the Master was presented 
to the United States Court in Chicago, October 22. The original 
report of the Master as to the amount of damages accrued 
from the infringement of the patent was presented to the court 
last July, but exceptions were taken. The exceptions were all 
overruled except one, which was sustained, the court holding 
that the machine known as Bain’s rolls was not an infringe- 
ment of the Swage block patent. The report was accordingly 
returned to the Master for amendment. making this 
amended report, the Master, Mr. H. W. Bishop, has declined to 
receive any new testimony, and has simply deducted from the 
amounts awarded in the former report all the profits accruing 
to the defendants from the use of Bain’s rolls. 

The amount of damages awarded to Mr. Tarrill from the 
different defendants by the report is as follows : Chicago, Bur- 
lington & Quincy Railroad Company, $78,158.63 ; Illinois Cen- 
tral, $216,660.72 ; Pittsburgh, Fort Wayne & Chicago, $76,134.50; 
Michigan Southern & Northern Indiana, $831; Chicago & Al- 
ton, $129,173.18 ; total, $500,958.03. 

The Cawood Swage Block is an arrangement for holding rails 
in position under the hammer while in process of repair. The 
amount of damages was estimated by calculating the amount 
saved by the use of this Swage block instead of the common 
anvil block, that having been the only method in use previous 
to the adoption of the Cawood block. 


Vermont & Canada. 


In advance of the annual meeting, the officers of this com- 
pany have published a report, which is a history of the con- 
troversy between the company and the Vermont Central trus- 
tees. 

In 1849-50, the Vermont & Canada road was leased to the 
Vermont Central Company undera perpetual lease, at an annual 
rent of 8 percent. on its cost. Oue section of the lease pro- 
vided that, in case of default of payment, the Vermont & Cana- 
da Company might take possession of its own road and also of 
the Vermont Central, and operate them together until reim- 
bursed the amount due from net earnings. Another section 
mortgaged the Vermont Central road to the Vermont & Canada 
Company as security for the payment of the rent. 

In 1852 the Vermont Central Company failed to pay interest 
on its first-mortgage bonds, aud the road was put into the hands 
of trustees. In December, 1854, default was made in the pay- 
ment of rent, and in April, 1855, suit was commenced by the 
Vermont & Canada Company against the Vermont Central and 
the trustees then in possession to enforce the payment. In 
this suit (in a court of equity), the Court was asked in the al- 
ternative, either to place the Vermont & Canada Railresd Com- 
pany in Cpe ge of both its own road and the Vermont Cen- 
tral road until it was repaid from the earnings thus received 
trom both roads, or else that receivers might be appointed, who 
should operate the Central and Canada, and apply the net earn- 
ings of both roads to the payment of the Vermont & Canada 
rent then in arrear. A final decision was not reached till 1861 ; 
by that decision the first-mortgage trustees were appointed as 
receivers to operate and take the receipts of both railroads, 
and to apply the net earnings to the payment of the rent then 
due and growing due until the same should be wholly paid and 
satisfied. 

These receivers, then, originally entered upon their office in 
1861, charged with the sole duty of enforcing the security 
afforded by the terms of the lease. The Court had been asked 
to declare the rent to be a preferred claim upon the earnings ; 
the Court did decree it so to he, and placed the receivers in 
possession jor the sole purpose of securing to the Vermont & 
Canada the benefit of their decision. 

The decree of 1861 being thus intended to provide solely for 
the payment of the rent due the Vermont & Canada Company, 
then very largely in arrears, no payment of interest on the Ver- 
mont Central bonds was provided for in any way. By agree- 
ment of parties and upon supplemental bill filed in 1863, the 
decree of 1861 was modified so as to permit the arrears of rent 
to be funded, and the capital stock of the Vermont & Canada 
Company to be increased according to a special law enacted for 
that purpose, and to enable the excess of net earnings of the 
Vermont Central line after meeting the rent to go to the bond- 
holders, and any surplus beyond meeting the bonds to be paid 
to the Vermont Central Railroad Company itself. 

This modification of the decree contemplated the indefinite 
continuance of the receivership for the interest of the first and 
second-mortgage bondholders and the Vermont Central Rail- 
road Company, as well as of the Vermont & Canada Company ; 
but it did not, so far as the directors are able to see, curtail in 





aby way any rights as established by the dual decree of 1861, 


much less change the relations between the Central and Canada 
companies, as fixed by the lease itself. 

This supplemental decrees of 1864 was made on the applica- 
tion of the Vermont & Canada Company, pursuant to the pro- 
visions of the special law of Vermont, and since then the di- 
rectors state that nothing has taken place whereby the com- 
pany’s rights were impaired, and no proceedings have been had 
in the original suit upon motion of the Vermont & Canada 
pone or to which that company was a party until last De- 
cember. 

The old suit, however, way continued on the docket ofthe 
Court by an order, in which order liberty was given to “any 
party in said cause” “to apply to this Court from time to time 
tor iurther orders in the premises.” 

The receivers, thus put in entire charge of the affairs of the 
Vermont Central Railroad, originally for the benefit of the 
Canada Company, as creditors, were continued as such for the 
benefit of the bondholders also; but they were under no direct 
responsibility except to the Court as its officers. Their duties 
to these creditors were defined by the decrees, and so far as 
creditors for a fixed sum were to be considered by them, the 
receivers had no occasion to take a single step beyond or out- 
side of the estate belonging to the debtor party, the Vermont 
Central Railroad (including its leased road, the Vermont & 
Canada), and whatever they should do or undertake of their 
own motion beyord these limits would appear to be done as 
their own act as individuals, and for their own gain or loss, at 
least sofar as the Canada Company, which was only seeking 
its dues as a creditor, was concerned. 

It is stated that the receivers were advised, in 1861, by their 
counsel, that their right to lease another road in their capacity 
as receivers was at best exceedingly doubtful. 

In 1867 the number of trustees was increased to five, and at 
the same time they commenced to enlarge their operations. 
The leasing of the Stanstead, Shefford & Chambly, the Missis- 
quoi, the Ogdensburg & Lake Champlain, the Montreal & Ver- 
mont Junction and the Rutland roads followed, and also the 
purchase of the control of the Northern Transportation Com- 
pany. The report gives a history of these leases and a brief 
account of the carand express-freight companies connected 
with the road. i 

In November, 1867, the debt to be providea for over and 
above the Vermont Central securities was as follows: 





Amonnt. Interest. 

Vermont & Canada capital stock.............. $2,500,000 $200, v0 
Equipment loans ot 1865 and 1867.............. 1,000,000 80,000 
Stanstead, Shefford & Chambly bonds.... .. . 500,000 35,000 
Bills payable in excess of assets........---.--. |) ee res 
$4,033,101 $315,000 


In June, 1872, the account stood : 


Amount. Interest. 
; $24 ',060 
240,000 

500,009 35,00) 

500,000 35,000 


Vermont & Canada stock............. 
Equipment and guaranteed loans.... 
Stanstead, Shefford & Chambly bonds 
Missisquoi bonds...............-.-... 






Oguensburg & Lake Champlain lease....-..... ....... 415,390 
NR icc awen cuss tagmesscanatcehacds. ' Gsaseat 553,000 
Payment on purchase of Northern Trans.Co..  ..... 73,000 


Floating debt over assets.....-...............- 1,528,914 denene 





$8,528,914 $1,581,390 

To meet this burden the earnings of the road were entirely 
inadequate, to say nothing of the rent. The $500,000 addition- 
al stock of the Vermont & Canada Company was issued to pay 
for improvements on the road. 

In December, 1872, an appeal was made to the Chancellor of 
Vermont for an order directing the trustees to pay the rent of 
the Vermont & Canada road from the net earnings of the pre- 
ceding six months. This application was resisted, not on the 
ground that there were no net earnings or that they were not 
sufficient to pay the rent, but bya statement that the net 
earnings had been used for other purposes. The Chancellor, 
without deciding whether the trustees had any right to use 
the earnings for other purposes, declined to grant the order 
asked for, and issued only an order requiring the trustees to 
file an account of their receipts and expenditures. The Ver- 
mont & Canada rent had been paid down to June, 1872. Inu 
view of all the circumatances the application was withdrawn. 
An application was-then made for leave to bring a suit in 
ejectment against the Vermont Central trustees. This appli- 
cation has since been denied. The Central Vermont Com- 
pany is now in possession of the road as trustee of the Vermont 
Central. On the organization of that company, the Vermont 
& Canada directors desired to open an amicable negotiation, 
but the Central Vermont declined to negotiate until the ques- 
tion of the receivership was settled. — 

The report says, in conclusion : 

** The railroad belonging to you in Vermont is 60 miles or 
more in length, extending from Burlington and Essex Junction 
(where it connects with the Vermont Central road) on the 
south, to Canada Line and Rouse’s Point, N. Y., where it 
reaches the Ogdensburg road on the north. In construction it 
is first class in every respect; its grades nowhere exceed forty 
feet to the mile. It has two long and expensive bridges, cross- 
ing Missisquoi Bay and Lake Champlain. The station, work- 
shops, buildings and grounds at St. Albans are of the most 
commodious, extensive and expensive kind, the value of which 
alone is not less than half a million dollars. The station at 
Burlington 1s also a large and fine structure, and you also own 
there very extensive and valuable wharf property along the 
lake shore ; and we have no doubt that your railroad is capable 
of earning, and is now earning, though you do not receive it, a 
handsome income upen its present capital, and that it has a 
permanent value fully equal to the amount of the capital stock; 
and we know of no reason why you need to suffer any ultimate 
loss on your investment, if you shall firmly assert your legal 
rights, ard not be alarmed at the temporary denial of them 
thus far without the authority or sanction of any court or 
chancellor. 


** The incidental expenses of the Vermont & Canada Railroad 
Company for sothe time past, payable to you (according to the 
decree) from the net earnings of the Vermont Central line, 
have not been paid by the receivers. The amount sv in arrear 
at this time is $8,250, and temporary provision has been made 
therefor by giving the notes of the Treasurer, thereby creating 
a debt against the corporation to that extent.” 

An informal meeting of stockholders of the Vermont & 
Canada Company was held in Boston, October 7, at which a 
committee was appointed to nominate directors. The annual 
meeting was to be held at White River Junction, Vt., Oc- 
tober 16. 

At the annual meeting at White River Junction, Vt., October 
16, there was a sharp discussion of the condition of the road 
and the conduct of the lessees and of the» Vermont courts. A 
board of directors was chosen which, it is understood, will at 
once take ateps to enforce the rights of the stockholders as 
against thelessees. A resolution was passed instructing the 
directors to decline in future any proposals to guarantee the 
bonds of other roads or to sanction any leases whose rents are 
to be paid out of the earnings of the Vermont & Canada road. 
The resolution also declares that any such guarantee given 
heretofore was a betrayal of the rights of the company and in- 
structs the directors to use every proper method to withdraw 
from such guarantee or lease. 

The new board of directors thas commenced proceedings by 
sending a communication to the Central Vermont Company, 
which now operates the Vermont Central and its leased lines as 
Receiver, announcing the readiness of the board to receive any 





proposals which might be made, 
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